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HE Lehigh Valley Railroad serves a highly pre 
ductive industrial andcommercial territory wel 
supplied with raw materials,includingcoal, clay, 
gypsum, limestone, sand, shale, slate and salt 

Agricultural and dairy products are also produced in large quantities A vere the line of the Lehigh Valley. 

Labor and living conditions are most favorable to industrial enterprise in this territory, and Lehigh Valley servit 
insures prompt and efficient transportation to the principal markets of the country. 

The Lehigh Valley’s Industrial Department is glad to ans its knowledge and facilities at the service of business me 
interested in obtaining desirable locations. This _ same see has prepared a book entitled “Industrial + pam 
giving details of the resources and advantages of various locations, a copy of which will be forwarded on reque+ 
Address E. F. Neagle, Assistant General Freight Agent—Industrial Development, 143 Liberty Street, New York. 


&) Lehigh Valley Railroad 


CIhe Route of The Black Diamond 








Niagara Falls 
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IS YOUR FACTORY PROPERLY LOCATED 
FOR LOW-COST PRODUCTION? 
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‘CHEAP ELECTRIC POWER 


One of the principal items in low cost production is cheap electric power. Cheap 
power is available throughout the territory served by the Chesapeake and Ohio Railway 
from large inter-connected power systems. The low fuel costs in West Virginia and Ken- 
tucky—the heart of the Chesapeake and Ohio territory—enable the affiliated power com- 
panies to produce abundant current and distribute it at the very minimum price per unit. 


Practically every hamlet, town and city on the lines of the Chesapeake and Ohio Rail- 
way System, enjoy an ever dependable supply of electric power for every purpose. The 
power companies serving this territory are reputed to be among the most progressive in 
the country. 


Large industries can generate their own power at low cost because of the available 
supply of high grade coals for fuel, and water for condensation purposes. 


The low-cost production territory of the Chesapeake and Ohio Railway. is available 
to you. Our Industrial Department will be glad to furnish complete data and assist in 
locating your factory. 


ADDRESS 
INDUSTRIAL DEPARTMENT 


THE CHESAPEAKE AND OHIO RAILWAY 


RICHMOND, VIRGINIA 


*See page 1277, Traffic World, May 25th, 1929. 
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_.. Ideally Located for 
Manufacturing Plants, 
Branch Plants, Storage and 
Distributing Warehouses... 


The Chicago Heights in- 
dustrial district offers the 
best opportunities in the 
Middle West. Land is avail- 
able at reasonable prices, 
labor conditions are favor- 


able, and transportation - 


service is excellent in all 
directions. This district is 
near the coal fields of II- 
linois and Indiana, and has 
an abundance of electric 
power for all industrial 
purposes. 


Chicago Heights has 
the advantage of Chicago 
freight rates to and from 
all parts of the country, as 
well as Chicago switching 
district freight rates on 
intra-district traffic. 


Located here is a large 
tract of land especially 
suitable for an airplane 
factory. 


The Chicago Heights 
Terminal Transfer Rail- 
road, serving 84 industries 
in this district, has direct 
interchange connections 
with all railroads entering 
Chicago Heights. Through 
the Chicago Heights-Chi- 
cago switching district it 
interchanges freight with 
all railroads reaching 
Chicago. 


P. S. LOTTINVILLE, 
General Agent, Chicago Heights 
Terminal Transfer R. R. Co., 
Chicago Heights, Illinois. 
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Bill’ Says. 


Electric Freight Service Costs No More 


I was surprised, the other 
day, to have a shipper ask 
me how much higher were 
the rates for electric freight 
service than for other serv- 
ices. 


He was amazed when I 
told him that shipping by 
electric freight did not cost 
any more. 


“T knew that electric 
freight service had many 
advantages over other 
kinds,” he said, “and, nat- 
urally, I thought cost 
more.” 





OTIFFIN NORWALK, Oron . 


Bins" . = 
f Yhunoe | Electric Freight Service | 
| 800 Points 


5,000 Miles 





The electric freight lines 
of the Central territory, 
shown in the map below, 
have a central office for the 
dissemination of facts about 
their service. Write to L. 
FE. Earlywine, Chairman, 
Central Electric Traffic 
Association, Indianapolis, 
Indiana, for information 
regarding costs and other 
electric freight facts and he 
will gladly give you all the 


information. 
Yours, 





-_- 
—_—-—*- 
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its direct arterial lines, avoiding 







time - consuming transfers, the 

















e to L. 

\irman, shipping service of the Soo Line 
Traffic 

1a polis, into the great Northwest and 
mation 

 cttees Western Canada is swift. 

and he 

all the - 


Because for 43 years, every em- 

ployee of the Soo Line has been 
CL trained in the careful handling O O 
of shipments entrusted to its care, | 


the Soo Line service is reliable. 


ROUTE YOUR FREIGHT 
CARE OF THE 800 LINE 





To avoid delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ 
EXPORT DECLARATION MADE IN TRIPLICATE. This document must be delivered to rail- 
road agent at initial point with the shipment and accompany same to Canadian port of entry. 









BOMONTON & 


SAULT SAINTE Mane 


ALWAYS DEPENDABLE 
FREIGHT SERVICE 






AGENCIES 






Pos a oy ids, t Bldg. 1001 Grand New York, N. Y¥., 1550 Woolworth 
P 
Boston, mms, Indianapolis. Ind ., 480 Merchants Bank Omaha, a 725-26 W. O. W: Bldg. 
Buffalo, N. 2. —*... Bldg. <i Passaic, N >» 250 Bloomfield a Sault Ste. Marie 
Chicago, tll, Ties0 Bankers Bldg., Clark Kansas City, Mo., zs Walnut Bt. Philadelp: Pa. +, 1500 Locust Seattle, Wash., seen “Stuart Bl 
and Adams. Los Angeles, Cal., 530 Van Nuys Bldg. Pittsburgh, Pa., 2041 Oliver ‘side. Postene, Wash. ., 1006 Old Nat’l Bank 
Chippewa 7ome, Wis. Memphis, Tenz., ‘porter ae. Portland, Ore., 3rd and Pine Sts. Bl 
cinnati, O., 709 Traction Bl ee, Wis. +, 68 East Wisconsin Bt. uct Mo., 2050 Railway Exch. Groce or, Wis. 
pareland, 0.,'915 Union Trust : Tacoma, Wash, 1118 Pacific Ave. 
» Mich., 2243 First ust Bldg ainneap Minn., Soo Line Bildg., sts Feu, Minn., 1112 Merchants Na- Waukesha, 
5th St. wand Marquette Ave. 





ldg. Winnipeg, _ +» 603-604 Lombard 
. Minn., 408 West Superior St. Neenah San Francisco, Cal., 681 Market St. Bldg. 
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350 Warehouses 
Ten million feet of space 


The cheapest and most con- 
venient form of distribution 
in Great Britain 


The Traffic World 








solves your distribution problems in England 


London, Midland & Scottish Railway of Great Britain 
“THE BEST WAY” 


EXPORTERS TO ENGLAND 


A distribution plan to meet your needs 


The LMS has a system of zone storage and dis- 
tribution that thoroughly covers the industrial 
areas of Great Britain. 


With a chain of 350 rail-connected warehouses, 
special distribution plans are designed to meet 
the requirements of every type of distributor at 
minimum cost. 


LMS will be pleased to work out a plan to meet 
your particular needs. Traffic Managers and 
Freight Forwarders are invited to address any 
office for full particulars. 


LMS Ry of G. B. 


(Dyson Shipping Co.), 

LMS Ry of G.B. 311 California St. [ms Ry of G. B. 
(Jas. P. Robertson, Inc.), San Francisco, Cal. (Oregon Forwarding Co., Inc.) , 
333 N. Michigan Ave. [MS Ry of G.B. Board of Trade Bldg., 

Chicago, Ill. (Irving H. Heller) Portland, Oregon. 
812-14 Rialto Bldg., 
St. Louis, Mo. 


or 


London, Midland & Scottish Railway of G. B., 
Thomas A. Moffet, Freight Traffic Manager in America, 
1 Broadway, New York City. 


Great Britain 
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For Dependable 
All-Year, All-Weather 


Service 


Entrust Your Freight 
To One of These 





The Route of— BUFFALO 
The Night Hawk | ieee 
and PITTSBURGH 
ny. 


The Black Hawk 
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Geared to the 
New Tempo .....e- 


N schedules arranged and followed as care- © 

fully as those of famous passenger trains, 
four fast through merchandise carriers—two from 
the Atlantic Seaboard to the Mid-West, Trains 
Nos. 85 and 99; and two in the opposite direction, 
Nos. 84 and 86, speed daily over the Norfolk and 
Western Railway, delivering good service and 
good merchandise. 


No longer do the humorists say “‘as slow as a 

* freight train." Days and hours have been cut 

FAST. ms from schedules—giant locomotives have replaced 

DAI Ly % | those once thought of ample power—electrified 

TH RO UGH : 3 | operation has been employed to level grades over 

-MERCHAN DISE’” se the Alleghanies—the railroad and all of its facilities 

TRAINS | have been geared to a new tempo—and railroad 
officers continue to strive for greater efficiency. 


Traffic managers of industries, shippers and 
receivers of merchandise in the territories reached 
by these four fast merchandise trains are finding, 
in their services, the answer to difficult problems 
of distribution. 


An attractive folder showing the schedules of 
these “modern” freight trains is obtainable from 
the nearest Norfolk and Western Freight Traffic 
Department representative 


or it will be sent upon request by 


G. F. BUTLER S. M. STEVENSON 


Freight Traffic Assistant Freight 
Manager Traffic Manager 


NORFOLK AND WESTERN RAILWAY 


ROANOKE . ¢ VIRGINIA 
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Total Rail Lines 
16,726.69 
Miles 
Total Water 
Lines 
3,825 Miles 
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FROM TRAIL TO RAIL 


(Continued from July 6th issue) 
CHAPTER XXVI. 


Railroads of the West in 1869; Marys- 
ville a Center of Activity 

Driving of the “last 
spike” at Promontory, 
Utah, on May 10, 1869, unit- 
ing the Central Pacific and 
Union Pacific in the first 
transcontinental railroad, 
ended the first epoch in 
western railroad building. 
For six years the construction forces of 
the Central Pacific, at times numbering 
16,000 men, had battled their way against 
nature’s obstacles over the high granite 
peaks of the Sierra and across the arid 
stretches of Nevada and Utah. Records 
in track-laying were established that 
never since have been equaled. Both the 
Central Pacific and Union Pacific forces 
were working at fever heat in their ef- 
forts to add all possible mileage to their 
lines, and, when the ceremonies were 
held at Promontory, there ended the 
greatest railroad construction race of all 
time. 

On that day there was less than four 
hundred miles of railroad in operation in 
the entire West, aside from the main 
line of the Central Pacific. There was 
not a mile of railroad in operation in 
Oregon. One company had completed a 
few miles of grading in Portland and 
vicinity, but the first twenty miles of the 
Oregon Central (“East Side’) Company 
were not in operation until December, 
1869. 





No Railroad in L. A. 


Los Angeles was without a railroad 
line, although work was going forward 
on the 22-mile line between Los Angeles 
and Wilmington, which was opened for 
traffic October 26, 1869. 

Before continuing with the story of 
construction work on the Central Pacific 
and the Southern Pacific following the 
connection with the Union Pacific at 
Promontory, it may be well to glance 
back over the railroad map of California 
and review the activities of the several 
smaller railroad projects, all of which in 
time became a part of the Central and 
Southern Pacific companies. 

During the year 1857 the center of 
activities in matters pertaining to rail- 
road construction in California shifted 
from Sacramento to Marysville, where 
two propositions were placed before the 
people for consideration and financial 


A History of Southern Pacific 


support. The first of these grew out of 
the failure of the Sacramento Valley Rail 
Road Company to carry through its orig- 
inal plans, which were the construction 
of a railroad from Sacramento to Marys- 
ville. Construction had been stopped at 
Folsom, about 22 miles from Sacramento, 
to which point was operated California’s 
first railroad line in February, 1856. 

Failure of the Sacramento Valley com- 
pany to continue on to Marysville led 
Col. C. L. Wilson, who had been one of 
the contractors on the road, to go to 
Marysville and interest some of its citi- 
zens in forming the California Central 
Railroad Company, incorporated on April 
21, 1857. Construction was started the 
following year and the road was opened 
to Lincoln, via Junction (now Roseville), 
18.5 miles, during October 1861. 


Yuba Railroad 

Insolvency of the company followed 
shortly, and, in November, 1862, the Yuba 
Rail Road Company was incorporated, 
which carried on the work from Lincoln 
north as fast as funds could be obtained, 
until the Central Pacific interests came 
to the rescue and completed the line into 
Marysville in 1868. The line had been 
opened to Wheatland June 27, 1866, and 
to Yuba two years later, but it was not 
until June 1, 1869, that trains were run 
over the through line from Sacramento 
to Marysville. 

Central Pacific had been operating this 
line since October, 1867, and during the 
following year abandoned that part of the 
road from Roseville to Folsom, in lieu of 
their own shorter route from Sacramento 
to Roseville. Trains continued to be op- 
erated over the pioneer Sacramento Val- 


ley Railroad to Shingle Springs, but it- 


was in March, 1888, before the line was 
extended to Placerville. 

While Col. Wilson was interesting the 
people of Marysville in his line from 
Folsom, a second proposition was being 
launched by DeWitt C. Haskins and Dr. 
D. W. C. Rice, both residents of Marys- 
ville. Their plan was to construct a rail- 
road from Marysville, directly across the 
Sutter Basin to Knight’s Landing, and 
on to Davisville (now Davis), Suisun and 
Vallejo, from which point San Francisco 
could be reached by boat. 

The residents of Marysville and Yuba 
County looked with considerable favor on 
this project and the county was author- 
ized by the Legislature in 1857 to issue 
bonds to the extent of $200,000 to aid in 

(Advertisement) 


the construction. This led to the incor- 
poration of the San Francisce and Marys. 
ville Railroad Company on November 9, 
1857, the first company entering into the 
history of the California Pacific Railroad, 
whose line from Sacramento to South 
Vallejo was later to become a strong 
competitor of the Central Pacific, and 
which threatened to build a competing 
line to Ogden. 

Work on the road was started during 
the summer of 1859 and the grading com- 
pleted almost. to Suisun, about 60 miles, 
in July, 1860. As soon as work on the 
line was under way, Haskins, who had 
the contract for constructing and equip- 
ping the road, left for the East to pur- 
chase the rails and other materials. In 
the fall of 1859 he reported negotiations 
closed, but for some reason the materials 
were not shipped. In the face of events 
preceding the Civil War, it is probable 
that Haskins was unable to arrange for 
financing his purchases. With the pass- 
ing of 1860 construction work closed 
down and little more was heard of the 
enterprise. 

Plan Road to S. F. 


During the latter part of 1864, after 
the Central Pacific had placed in op- 
eration the first section of its railroad 
from Sacramento to Newcastle, and the 
construction of a transcontinental line 
seemed to be assured, D. C. Haskins, 
with some new associates and a stronger 
financial backing, embarked on another 
project—that of building a line from 
Sacramento, via Davisville, to Vallejo, 
with steamboat connection to San Fran- 
cisco, and completing the previous line 
from Marysville to Davisville as a branch. 

This proposition, which led to the in- 
corporation of the Sacramento and San 
Francisco Rail Road Company in Decem- 
ber, 1864, was looked upon as a good 
financial venture, as the line would open 
up the most direct route between San 
Francisco, Sacramento and Marysville. 
The only competitors in the field were 
the San Francisco and San Jose Railroad 
opened in January, 1864, and the West- 
ern Pacific Railroad Company, which was 
about to build from San Jose to Sacra- 
mento via Niles. However, the company 
appears to have acquired no physical 
properties or accomplished any construc- 
tion before it gave way to the California 
Pacific Rail Road Company, which car- 
ried the project to completion. 


(To be continued in Aug. 3rd issue) 
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Our Platform 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
highway as a place of doing business. 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
riers as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

Repeal the Hoch-Smith resolution. 

A traffic department in charge of a capable traffic 
man for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. 





A NEGLECTED OPPORTUNITY 


HEODORE ROOSEVELT once said that every man 

owed a part of his time to the elevation of the business 
or profession in which he was engaged. He uttered a 
truth. 

The Associated Traffic Clubs of America, composed of 
traffic clubs, made up, for the most part, of traffic men, 
has been earnestly striving, in various ways, to elevate the 
traffic profession by showing business the need for adequate 
traffic departments in charge of competent men, and by 
telling traffic men and those who hope to become traffic 
men that they must fit themselves properly for the positions 
they hold or covet. It has had a degree of success and 
promise of further success, the most notable example being 
its action in inducing the U. S. Department of Commerce to 
make a survey with the object of showing business men 
the advantage of having their traffic properly looked after. 
But it is handicapped by lack of funds and by lack of 
cooperation and interest on the part of many men prominent 
in the industrial traffic field. 
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Last week we published an article about the National 
Industrial Traffic League. It is a great organization and 
fulfills well its avowed purpose. But we think it is over- 
looking an opportunity to benefit both itself and the business 
public when it does nothing along the lines we have indi- 
cated. Its membership is practically standing still. This is 
largely because industrial traffic work is not growing as it 
should and the potential field from which it may draw 
members is not widening. It needs or could use more 
members to give it more money and more influence for the 
work it wishes to do. The work we suggest would, there- 
fore, be in its own selfish interest as well as in the interest 
of traffic men and the public generally. 

The Traffic League could most easily accomplish what 
we have in mind if it would cooperate with the association 
of traffic clubs or if its leaders would participate more 
generally in this traffic club work. They seem to think, for 
the most part, that the work of the traffic club association 
is largely a duplication of their own. It is not in any respect 
a duplication and, certainly, in this particular respect, it 
cannot be considered so, for the Traffic League does nothing 
at all of this sort. If it does not care to cooperate with the 
traffic clubs, it could proceed along other lines according to 
its own judgment. There is much to be done and there are 
many -.ways to do it. Leaders could do much by individual 
effort where occasion offered. Much could be done by 
advertising and articles in periodicals that reach business 
executives, and there are other means of circulating propa- 
ganda among the men whom it is desired to reach. Talks 
before business organizations and the mailing of suitable 
matter to selected lists of men are two of them. We offer 
this suggestion, which we think is constructive, in a friendly 
spirit. 


SUBSIDIZED GOVERNMENT SERVICE 


S is well known, we have always taken the position 

that, generally speaking, service provided by the 
government or through its aid to its citizens for the purpose 
of facilitating methods of doing business and promoting 
commerce should be paid for by those who profit by it, 
especially when such service is in competition with service 
legitimately provided by private capital. Thus, for instance, 
we would be opposed to a government railroad, constructed 
for the purpose of operating in a region where the govern- 
ment might think lower freight rates would be a benefit 
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KY LINES 
ARE REACHING UPWARD 
IN THE GM&N TERRITORY 


The remarkable growth in population, 
resources, and civic development which 
has taken place in the South in recent 
years is nowhere more clearly evidenced 
than in the G. M. & N. territory. 


One handsome office building, now being 

erected, is 18 stories high, with a tower equal 

to 5 more stories. It is but one of many 

modern structures already completed, build- 

ing, or planned in Jackson, Meridian, Mobile, 
sactson POON... and other cities served by this road. 


The shipper who has sales quotas to make, 
who wishes to reach and develop rich and 
growing markets, and who wants to do 
business efficiently and at a profit, should 
investigate the opportunities along the line 
of the G. M. & N.—“the Road of Service.” 
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or where influential members of Congress might wish such 
a thing for the benefit of their constituents, charging lower 
rates than the privately owned enterprise could charge, the 
deficit to be made up by taxation of the whole people, and 


we are opposed to such enterprises as the government barge 
line, just as much in competition with the railroads as a 


government railroad would be, its charges arbitrarily fixed 
at a differential under the rail rates without any study of 
comparative costs, and a showing of profit without the 
usual charges to expense that private business must make. 


To such arguments the reply has often been that the 
government conducts its postal service for the benefit of 
the people without any attempt to make a profit or even 
to meet expenses. Would we say that postal rates ought 
to be revised so that the service might be conducted at a 
profit? We have answered that we did not carry our logic 
so far, though postal service at a profit is, indeed, the 
ultimate logic of our position, if carried to. the extreme. 
But we have pointed out that the postal service is used by 
practically everybody, that it has always been conducted 
by the government, and that, except for the parcel post phase 
of it, it comes into competition with no private enterprise 
that has a right to and must have a profit in order to live 
and give the service required by the public and the policy 
under which it is allowed to operate. So we have not 
carried our advocacy of making such services pay for them- 
selves to the extent of holding that the postal service should 
show a profit, except that we have condemned parcel post 
competition with the express companies, where lower rates 
are charged by the government than the express companies 
can charge and make a profit. We have frankly admitted 
that logic cannot always wisely be carried to its exact ulti- 
mate conclusion. 


But now comes President Hoover and “goes us one 
better”—and a considerable one at that. He is concerned 
about the deficits in the government operation of the postal 
service and proposes to put it on a paying basis. He has 
not publicly gone into the matter with sufficient detail for 
us to know whether, in his consideration, he contemplates 
including the interest on money invested in postoffice build- 
ings and grounds in the charges to capital that must be met 
by receipts, but he does, at least, include in such charges 
the cost of buildings and grounds with the actual costs of 
operation. Even on this basis, rates, we believe, will have 
to be greatly increased if the deficit is to be removed. What 
the people—at least as represented by their legislators in 
Congress—will have to say to this when and if it is definitely 
proposed, remains to be seen, but we imagine there will be 
a storm of protest. 

President Hoover will have on his side clear logic and 
sound business economy and against him long precedent, 
the argument that no one is injured by the government 
conducting the postal service at a loss since there is no 
competition, and the fact that everybody participates in the 
benefits derived from low postal rates. He will also have 
against him the charge of inconsistency, for he is a sup- 
porter—indeed, the leader—of the policy of inland waterway 
development and the operation on these waterways by the 
government of craft that haul freight under the rates 
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How is he going to meet 


possible for private carriers. 
this? 

We have been told that President Hoover has somewhat 
changed his views with respect to this problem of subsidized 
inland waterway service,”but, if he has, we have seen no 
indication of it. Possibly this matter of postal rates will 
give him the opportunity he may be seeking to get right on 
the whole question of proper charges for government 
service and government competition with private business. 
If he persists in sponsoring the waterway service as at 
present conducted while at the same time insisting that the 
postal deficit must be removed, he could justify himself on 
one ground only—that the waterway service is an experi- 
ment and that, when the experiment is concluded, the gov- 
ernment will go out of the business, turning it over, if it 
can, to private capital, and, if it cannot, either end the 
service or put it on a basis of charging what it is worth, 
all costs properly considered. Even in the latter event, we 
would still have a spectacle of the government in business— 
a policy that Mr. Hoover has emphatically condemned. As 
to the “experiment” phase of the matter, people will have 
their own ideas as to how long a service of this sort is 
entitled to be termed an experiment and whether or not 
the service is coming to be looked on as a permanent thing 
by those conducting it and those using it. 


WASTE IN TRANSPORTATION 


Editor The Traffic World: 

Twenty thousand dollars is probably a small representation 
of the investment in transit property carried by the average 
industrial plant. Eight days, or longer, will be found the aver- 
age transit time for all shipments. Now, by properly routing 
each shipment, less carload or carload, this average transit 
time may be reduced to five or six days, resulting in quicker 
service, better satisfaction, lesser inventories, and interest re- 
duced -on transit investment—two days on time, means two 
years, say at 6 per cent—$2,400, and big savings in railway 
equipment. 

The money paid for transportation service annually in the 
United States is nearly five billion dollars. It is safe to say 
that, at least 60 per cent of this enormous sum is spent with 
no supervision. Now commerce or industry would not for an 
instant countenance an organization that would allow such a 
sum to flow out through any other channel without the most 
careful scrutiny. It would be imperative that some one know 
the exact value for which each penny went out. 

Can a policy be justified that permits such a discrimination 
between dollars? Is not the dollar spent for transportation just 
as deserving of protection as the one spent for raw materials, 
supplies or wages, or any other item? 

Common carriers are agents of the state performing for 
the public a service the state is in no position either to finance 
or operate. As such agent, carriers are required to publish, 
for the information of the public, a full description of each and 
every service they are prepared to render and the price thereof. 
This means the publishing of many thousands of rates for 
transportation, storage, demurrage, switching, bedding, icing, 
and several others. It is obvious that they cannot check out for 
the individual firm, community, or territory, its situation as to 
competitive conditions, as with each other for markets, or 
between commodities. 

As a result, many firms struggle along for years against 
a serious handicap of which they are uninformed, or an unfair 
classification, or rating of the articles bought or sold. There 
are available remedies for all such insidious leaks, which, if 
employed, will save much of our national waste in transportation. 

Present day mass production, with marketing on a propor- 
tionate scale, and close margins, and with operations under a 
policy of minimum inventories, makes it imperative that the 
attitude of the commercial mind must be impressed with the 
importance of all phases and features of transportation. 

The regional advisory boards, traffic clubs, and educational 
committee of the Associated Traffic Clubs of America are mak- 
ing laudable efforts to make the impression. However, to date, 
only a very few have been reached. 

The majority of carrier patrons have not yet had the prob- 
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lem—their problem—sufficiently impressed upon their minds 
to cause them to take remedial action. Experience of those 
who have investigated their transportation problems—even 
superficially—sought, secured, and applied remedies, have in- 
variably proved the value of and necessity for such work, and 
that it shows a handsome profit on the investment. 

The Department of Commerce started an investigation sev- 
eral months ago to ascertain the extent to which carrier patrons 
protect their transportation interests, methods, employed and 
results obtained. It is hoped and expected that the report of 
this work will be quite a stimulant to commerce and industry 
to give closer attention to their transactions, with carriers. 
Such action will be mutually beneficial and welcomed by carriers, 

Too many purchasers of transportation service seem to 
think about all there is to it is to have the freight bill audited, 
in the hope and expectation that half of an overcharge may be 
recovered. In this they overlook the fact that no careful rec- 
ord has been made by which the freight bill may be checked. 

As stated above, carriers are required to publish every 
item of service they wish to sell and, always, a description is 
given, which, if copied in the order for that service—the bill 
of lading—will secure it. Just as an article is bought from a 
catalogue, so should one determine the service desired, whether 
transportation of a keg of nails, a box of clothing, a crate of 
onions, a carload of something, involving some “stop-off” or 
other transit privilege, or whatever. When this is decided the 
order should be made accordingly. Now, by the use of one or 
more freight tariffs, the charges for the service ordered may 
be ascertained and noted. This procedure sets up a record by 
which the invoice—freight bill—may be checked. If care is 
exercised in making out the order the chances are numerous 
to nothing that the invoice will be correct. With annual pur- 
chases of transportation running into thousands of dollars, it 
is proper and just good business to give due consideration to 
this feature of the business. 

If it is believed that a rate or rating is such as to hinder 
the free flow of an article to its markets, there are formulas by 
which it may be decided. The methods by which the decision 
is reached will also suggest the remedy. With tabulations and 
exhibits and sound argument the case may be presented to the 
proper carrier executives who will be found ready and willing 
to meet the proponent at least half way. Both will be bene- 
fited and a closer relation established. For the patron, trade 
areas are extended, new markets reached, sales resistance re- 
moved, and either profits increased or sale prices reduced. For 
the carrier, increased tonnage and longer hauls which is more 
profit for it. 

By this time some one says: “The average patron is not 
qualified to do all this—it requires a specialist.” True. Spe- 
cialists are provided for buying, for selling, for accounting, 
production, etc. The traffic work is just as essential as any of 
these and offers as large or larger return on the cost. Why not 
a specialist for traffic? 

If any firm who buys any great amount of common carrier 
service will try out a competent traffic department for one year 
it will never again try to run the business without it. 

WILL C. PIKE, 
Industrial Traffic Manager. 
Muncie, Ind., February 13, 1929. 


TRAFFIC MANAGEMENT SURVEY 


A manufacturer of furniture and allied products reports, in 
connection with the industrial traffic management survey being 
conducted by the transportation division, U. S. Bureau of For- 
eign and Domestic Commerce, taat considerable savings have 
been effected due to the traffic manager’s accurate knowledge 
of commodity rates. For example, a reduction of 50 per cent 
in the charge on doll carriages was effected by shipping them 
with the wheels off. The accurate classification of reed and 
fiber railway-car and bus seats is reported to have resulted in 
a saving of 60 per cent from the charge when they were classi- 
fied by the shipping clerk as reed chairs. 

“One useful service of a traffic department pointed out by 
a firm replying to the questionnaire sent out by the transporta- 
tion division in its industrial traffic management survey is the 
avoidance of making shipments consisting of less than the mini- 
mum weight for a given commodity rate,” it is stated in Domes- 
tic Commerce, the bulletin of the Department of Commerce. 
“An instance was cited when, without consulting the traffic 
department, cars were loaded only to 40,000 to 50,000 pounds 
when the minimum weight was 60,000 pounds, resulting in pay- 
ment of transportation chargés in excess of $100 for weight not 
loaded in the car necessary to make the minimum.” 


GRAIN MOVEMENT SITUATION 

“Fifty-two thousand four hundred and ninety-three cars of 
grain and grain products were loaded the week ended July 6, as 
compared with 43,289 cars for the same week of 1928, an in- 
crease of 9,204 cars,” said M. J. Gormley, chairman of the car 
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service division of the American Railway Association, July 17, 
in discussing the grain situation. 

“Of the 52,493 cars, there were 26,753 loaded on six of the 
principal grain handling lines in the Texas-Oklahoma-Kansas 
territory. : 

“All elevators that have been closed, which was largely due 
to washout conditions in Kansas, will be opened within 48 hours, 

“The railroads mostly affected, the Santa Fe and the Rock 
Island, have been getting a liberal supply of grain cars under 
orders of the car service division, approximately 14,000 cars 
having been delivered to those lines. 

“There is considerable grain on the ground which the best 
information indicates will remain there during the period that 
the heavy movement continues from the farms to the country 
elevators. No attempt is being made to pick this grain off the 
ground while the movement is continuing in a heavy stream from 
the farms. 

“There are 3,500 cars of grain at Galveston. Unloading is 
slow. Twenty-three hundred cars are en route there. 


“There are no accumulations above normal, considering the 
heavy movement, at Kansas City, Hutchinson, Wichita or other 
interior markets. Excellent work is being done through the 
cooperation of the grain people with the railroads in speeding 
up the unloading at all the interior markets. 


“It is estimated that the peak will be over by the latter part 
of July.” 

Shipping Board lines, according to information in Washing. 
ton, are prepared to move export grain from Galveston. 


SPECIAL TRAIN NOT SWANK 


Calvin Coolidge, who went into the office of President of 
the United States with the idea that traveling on special trains 
was official pomp and swank, is now convinced that it is a 
necessity. Even if a president chooses to ride on a regular 
train with other people, railroads cannot afford to permit it, 
Coolidge declares in his latest article in The American Maga- 
zine. 

“However much he may deplore it,” says the former chief 
executive, “the President ceases to be an ordinary citizen. In 
order to function at all, he has to be surrounded with many 
safeguards. If these were removed for only a short time, he 
would be overwhelmed by the people who would surge in upon 
him. In traveling it would have been agreeable to me to use 
the regular trains which are open to the public. I did so once 
or twice. But I found it made great difficulty for the railroads. 
They reported that it was unsafe because they could not take 
the necessary precautions.” 


The problem was solved, said he, by running an extra sec- 
tion of a regular train for the exclusive use of the President 
and his party. Mr. Coolidge, however, seldom availed himself 
of a private car on the special train, which was always offered 
by the railroads. Only once, in his recollection, was the offer 
of a special car accepted, and then only because Mrs. Coolidge 
had been ill and needed extra comfort. 


Mr. Coolidge declares he was not much given to travel dur- 
ing his administration, but the trips he made convinced him 
that the government should own a private car for the use of the 
President when he leaves the capital. “The pressure on him is 
so great, the responsibilities are so heavy, that it is a wise public 
policy, in order to secure his best services, to provide him with 
such ample facilities that he will be relieved as far as possible 
from all physical inconveniences,” he declares. 


On any presidential trip much detail is involved, he con- 
tinues. One or two secret service men must go to the end of 
the journey several days ahead. His route of travel and every 
street and building he is to visit must be inspected. The secret 
service men also approve the order of ceremonies and often, if 
the police force is inadequate, they arrange for additional mili- 
tary or naval forces to aid local authorities. The President’s 
aides, other secret service men, and some of the President's 
office force and house servants have to be taken along. Facili- 
ties must also be provided for a large retinue of newspaper 
correspondents and cameramen. 

Every switch that a presidential train goes over must be 
spiked down, every freight train that he passes is stopped, and 
every passenger train slowed down to ten miles an hour. 

Speaking from the back end of trains is a lost practice 
with the coming of the loud speaker, he says, adding: “It was 
never my practice to speak from rear platforms. The confusion 
is so great that few people could have heard and it does not 
seem to me very dignified. When the President speaks, it ought 
to be an event. About the only time I spoke from a train was 
at Bennington, in September, 1928, where I expressed my affec- 
tion for the people and the state of Vermont. I found that the 
love I had for the hills where I was born touched a responsive 
chord in the hearts of the whole nation.” 
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Current Topics in 
Washington 
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Ambition for the home town seems 
Have You Your Share to wreck the sense of humor with which 
, ; nature is supposed to endow every 
of Railroad Artillery? American, if at the same time she 
endows him with the germ resulting in his election to Congress. 
he War Department’s plans for adequate mobile defense of the 
gasts of the country seem to be in some danger of being 
smashed by such ambition. If there were the smallest war 
joud on the horizon insane fear rather than ambition for the 
home town might be suspected as the motive actuating the 
introduction of a bill (H. R. 2367) providing Fort McArthur, 
aif, with eleven additional railroad heavy artillery guns. The 
hill has been referred to the War Department for its views. 
Secretary Good has given his views on the subject. He 
points out that railroad artillery was created with a view to 
having it in form to be moved where most needed and not 
allocated to a particular point for the defense of that point. 
Railroad artillery is the name given to the heavy guns 
mounted on railroad cars equipped with almost as many wheels 
as can be put under the car frame. Such artillery was invented, 
or, perhaps, it would be more accurate to say, devised, in the 
Nate war for use far behind the lines, where most needed, be- 
ause the guns were too heavy to be readily transported on 
highways. Sixteen-inch naval guns were mounted on railroad 
flat cars. 
Railroad artillery, though not so called, probably was in- 
vented in this country soon after railroads were built. Enthu- 
siastic Democrats, in one of Stephen A. Douglas’s campaigns— 
probably in the first campaign he made after the Illinois senator 
broke with President Buchanan—mounted a field gun on a flat 
ar and hauled it around to show the joy they felt over the way 
he “little giant” went after the head of the party, commonly 
alled “old Buck.” Railroad artillery, probably, was devised 
long before that. Memory say that carrying along a piece of 
field artillery on a flat car as a method for fittingly inaugurating 
ia new railroad was a common American habit. 
If Fort McArthur, by reason of the bill, obtains eleven rail- 
road artillery pieces as part of its fixed fortifications, a wide 
field is opened for legislation of that sort. Every interior point 
an demand, with reasonable hope of having its ambition grati- 
fied, its share of railroad artillery. Every public building pork 
barrel measure is made up with a view to having each state 
get its “share.” There are dozens, if not hundreds, of postoffices 
scattered throughout the land for which there is not the slightest 
business justification. Railroad artillery is intended for coast 
defense. But, an interior patriot can argue, there is real reason 
rhy coast artillery, in times of peace, should be kept at interior 
points, There is no salt air at interior points to corrode the guns 
and the carriages on which they rest, such as would shorten 
heir lives were they kept on the coast. Railroad artillery guns 
ould be used at interior points to beautify the congressman’s 
home town and the home towns of his principal constituents. 








































While the world war, in the opin- 
ion of many, spelled the doom of 
Vienna and Constantinople, the re- 
ports given out by the Department of 
Commerce are to the effect that Hamburg, in the ten years 
since the end of the war blockade, has regained first 
Place as the leading port of continental Europe. The thousand 
year old port, a city-state as Venice once was, according to 
hited States Consul General G. Bie Ravndal, has again risen 
rom the ashes of a disastrous war, a thing she has often done. 
Hn 1928, no fewer than 17,267 vessels came into Hamburg, a 
» per cent gain in the number of vessels and 8 per cent in 
onmnage. The collection of small ports near Hamburg known 
28 the New Waterway, however, with only 15,021 clearances, 
showed a larger tonnage. 


Hamburg Almost Back 
0 Pre-war Eminence 





Although there were some compliments for 


More Bricks Attorney-Examiner Hosmer, from shippers in 
an Bouquets the course of the arguments in the eastern 

class rate case this week, he did not wear out 
ror Hosmer many pencils totting up the marks set down 


for the compliments. In fact, it might be called 
. bad week for Hosmer. Yet there were many who refused to 
Te any pity for him. There was a suspicion that he made 
eS scale high enough that it might be whittled‘ down if the 
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shippers were able to show that it should be done. Some with 
good memories recalled that, when Commissioner Eastman put 
out his scale in the southern class rate case, his colleagues 
raised it in two, or possibly three, instances. 

Hosmer is Eastman’s chief of staff, so to speak, in class rate 
matters. Even those who profess to doubt whether those who 
come from southern Illinois, as does Hosmer, are always keen, 
are willing to admit that Hosmer can remember things and gov- 
ern himself accordingly and that one of the things that produces 
pertinent language is something that looks outrageous. Diplo- 
mats put out what they call balloons to draw the fire of the 
other side. It is considered not improbable that Hosmer thought 
he would put out something that would cause sharpshooting and, 
from the records so made, be able to fabricate something that 
would accomplish the desired end. That desired end, according 
to all the preliminary announcements, was the making of a 
class rate structure that would preserve revenues but bring 
uniformity. There is also a suspicion that Hosmer may have 
had it in the back of his head that if, in obedience to the Hoch- 
Smith resolution, the burden of transportation was to be moved 
from the products of agriculture, a high class scale might afford 
an opportunity of that sort, even if the case was not tried on 
the theory that a method for making the transfer was among 
the objects to be attained. In other words, there was a well- 
defined idea that Hosmer was determined to find out what was 
really in the minds of the shippers before really making a scale 
to which he would be willing to have his name permanently 
attached. 





Twenty-nine years ago this month, John 


America Still Hay, then secretary of state, declared that the 
Guardian American government stood for the “admin- 

istrative entity and territorial integrity” of 
of China China. Hay, in that year of anxiety caused by 


the Boxer rebellion, made Washington the dip- 
lomatic center of the universe. That was long before a world 
war put the United States in the position that has excited the 
jealusy, if not the enmity, of some of her neighbors. There has 
been no recession from that policy of William McKinley and 
John Hay. On that account the possibility of a military clash 
between the ancient land and the soviet is interesting to those 
who passed through the stirring days when the United States, 
in the estimation of many, halted the territorial lust of European 
powers. They believe that, but for the stand taken by the United 
States, China would have been partitioned then as the penalty 
for the outrages committed by the fanatical boxers. They pre- 
tended that they were as practically free from the probability 
of death in battle as the berserks of Norse mythology who 
scorned armor and fought in their undershirts—bare sarks, or 
bare shirts. 

While it is true that European nations carved out spheres 
of influence and made China take orders, there was no such “rec- 
tification” of frontiers, the euphemism employed in Napoleonic 
times, when territory was being taken, as it is morally certain 
would have taken place but for that John Hay note before men- 
tioned. China’s sovereignty, in name, was acknowledged in the 
spheres, though it was not allowed to work. China recognized 
America’s service. The United States remitted a large part of 
the fine the powers assessed against her for the boxer outrages. 
China thereupon decided to spend the money so saved by send- 
ing young Chinese to be educated in American colleges. The 
American educated men are now prominent in the affairs of the 
republic. Western ideas control in ancient China to a larger 
degree than is generally realized, and they have triumphed over 
red ideas. 





The scientists of the Department of 
Agriculture have found that the lowly cow 
pea, eaten by good Georgians and, perhaps, 
their southern folk at least once a year 
as a sign of humility, does not appeal to 
the Mediterranean fruit fly. Therefore, 
unless and until otherwise determined by facts, Florida, bedev- 
iled by more than her share of misfortunes, may grow cow peas 
and ship them without quarantine restrictions. Cow peas, being 
legumes, fertilize the soil and keep it in shape for the day when 
the fruit fly shall be brought under control. Cow peas can be 


Behold the 
Humble Cow Pea’s 
Great Mission! 


’ planted in the infested areas and bring in some return while 


the fight is being waged against the fly. They can be used as 
food or as fertilizers. The scientists have tried to make the 
fruit fly lay eggs in cow peas, but the pest does not like them. 
The only question is as to whether the fly, being deprived of 
other hosts, will, in desperation, turn to the cow pea rather 
than give up the ghost. 

In recognition of the value of the cow pea as food and/or 
fertilizer, the railroads have made low rates on it. In the event 
the hopes based on it are realized and the Florida people take 
to growing the pea in commercial quantities, which they do 
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is modified to the extent necessary to bring into effect the 
finding in this case. 

Canners and jobbers of the Pacific coast and the interior 
came into conflict in this case turning around relationships 
between the rail-and-water routes from San Francisco and 
other bay points via the north coast ports into the interior and 
rates from Montana canneries in relation to rates used by 
Utah canners. Spokane, Wash., and Missoula interests were also 
involved in a relationship contest. Spokane contended that a 
12.5 cent spread proposed in the all-rail rates from San Francisco, 
on a 60,000 pound minimum, was in violation of the Commission’s 
order in the McClintock case and that it would operate to its un- 
due disadvantage. The report said that under the findings in this 
report that that spread would be increased unless the propor- 
tional south of Portland, Ore., was canceled. It said that the 
ocean-and-rail rates from and to the points involved were lower 
than the all-rail rates and that it appeared that they would be 
used exclusively by dealers both at Spokane and Missoula, and 
that a 92.5 cent-rate was desired by the railroads for competi- 
tive purposes at Butte, Mont., and that it would be only a paper 
rate in so far as Missoula was concerned. In disposing of the 
case, the Commission said: 


We find that the proposed rates from Montana canning points 
westbound and from San Francisco and points grouped therewith 
have been justified, but that the other rates proposed for interstate 
application and under suspension have not been justified. An order 
will be entered requiring the cancellation of the suspended rates 
which we find have not been justified, without prejudice to the filing 
of new schedules that will conform to the findings herein. 

We further find that the rates on canned goods, in carloads, from 
Portland, Seattle, and other north coast ports and canning points 
grouped therewith to Missoula and points grouped therewith are, 
and for the future will be, unreasonable to the extent that they 
exceed, or may exceed, 70 cents, minimum 60,000 pounds, and 81 
cents, minimum 40,000 pounds; and the findings in our former report 
in McClintock-Trunkey Co. vs. McCormick S. S. Co., supra, with re- 
spect to such rates are hereby modified to this extent. The finding 
of undue prejudice in the case cited as between Spokane and Missoula 
will, when the above rates to Missoula are established, require rates 
from the north coast Yeh and canning points for interstate applica- 
tion to Spokane of 50 cents, minimum 60,000 pounds, and 61 cents, 
minimum 40,000 pounds, and such rates will not be unreasonable. 

The proposed rates from Montana canning points westbound, which 
we find above have been justified, will probably operate to the dis- 
advantage of the Montana canneries in competition with the Utah 
canneries. Apparently it would be lawful for the northern lines to 
continue to meet this competition by maintaining the present rates 
from Montana points; but we are without authority to compel them 
to meet competition. . 


Commissioner Campbell, concurring in part, said that to 
him the proposed rates from the Montana points seemed to be 
both unreasonable and unduly prejudicial as compared with 
the existing rates from Utah canning points to the same desti- 
nations. He said that there could be no doubt that the rates 
would irreparably injure the Montana canners and give the 
Utah shippers an unfair advantage. He said that the Union 
Pacific, which was responsible for the present rates from Utah, 
would participate in the proposed rates from Montana. Under 
such circumstances, he said, he believed the rates would be 
unduly prejudical to Montana canners and unduly preferential 
of the shippers from Utah. 

The carriers named in No. 17562, which covers the McClin- 
tock-Trunkey case, have been ordered to establish rates in ac- 
cordance with the report not later than September 20. 


PIPE AND FITTINGS, ETC. 


Rates charged on wrought iron pipe and fittings, carloads, 
from Pittsburgh, Pa., to Santord, Fla., and on refrigerating ma- 
chinery, carloads, from Warren, Pa., to Sanford, Fla., and from 
Waynesboro, Pa., to Lake City, Fla., have been found unrea- 
sonable and reparation has been awarded in No. 20976, Phoenix 
Utility Co. vs. Pennsylvania et al., opinion No. 14722, 156 I. C. C. 
18-20, by division 3. The Commission found not unreasonable 
a rate charged on refrigerating machinery, carloads, from War- 
ren, Pa., to Palatka, Fla. The finding as to the rates follows: 


We find that the rate assailed from Warren to Palatka was not 
unreasonable; that the rates assailed from Warren to Sanford, from 
Waynesboro to Lake City and from Pittsburgh to Sanford were 
unreasonable to the extent that they exceeded the following factors 
to and from Jacksonville subject to the minimum weights applicable 
in connection with those factors. 

From Waynesboro to Lake City, *66 and 112.5; from Warren to 
Sanford, *70.5 and 19.25; from Pittsburgh to Sanford, *70 and 115. 


*Factors to Jacksonville. tFactors beyond. 


STRAWBERRY EXPRESS ORDER 


A definite order requiring carriers, other than the Southern 
Railway, to establish express refrigerator service on strawber- 
ries from Florida, North Carolina and Alabama, and dewberries 
from points in the Carolinas, not later than December 1, to 
destinations in official territory, has been issued in No. 18187, 
transportation of strawberries by express, in carload lots, from 
Florida, Georgia, North Carolina, South Carolina, Alabama and 
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Virginia to points in official territory; also dewherrieg 1, 
North Carolina and South Carolina to same destinations. 
order defines the sort of service to be established. 

This order has been issued in connection with a sup 
mental report in the investigation instituted by the Commigs, 
opinion No. 14718, 156 I. C. C. 4-6, written by Commission 
McManamy. Commissioner Farrell noted a dissent. The org 
nal report is contained in 151 I. C. C. 553. 7 

The Southern was excepted from the order because jt } 
established an express service on its system lines bety, 
Cincinnati, O., and New Orleans, La.; also from points op 4, 
Southern between Chattanooga, Tenn., and Huntsville, 4 
The Southern advised the Commission, on April 17, tha 
would establish the service. Its lawyer said that while he by 
not appeared in the case for the Mobile & Ohio he had by 
advised that that carrier would establish an express gery 
That carrier, however, is named in the order requiring tj 
establishment of service. 

Advice that they could not devise a plan for establishiy 
the service which the Commission, in the original report, gj 
should be put into effect, was received from the carriers oth 
than the Southern. The Commission did not issue an order 
connection with the original report but said that it expects 
the carriers, within 60 days, to submit plans covering the 
ice that it had found would be reasonable. 

The Commission, in this report, said that since the 
spondents, other than the Southern, were unable to formu: 
a plan, and had taken no action to conform with its findiy 
that they arrange for the establishment of express carlo 
refrigerator service for the transportation of strawberries ; 
dewberries, it now found that the term “express refrigeraty 
carload service” as used in the previous report meant sud 
service as would enable respondents under normal conditions 


1. To make og ig” of strawberries in carloads at New Yo 
City, Boston, Buffalo, Pittsburgh, Cleveland, Detroit and Chicago | 
time for market the third morning from date of consignment wha 
shipped from northern Florida, and fourth morning from date ¢ 
consignment when shipped from southern Florida. 

2. To_make delivery of strawberries and dewberries in carloai 
at New York City, Boston, Buffalo, Pittsburgh, Cleveland, Detroi 
and Chicago in time for market the third morning from date of om 
signment when shipped from North Carolina or South Carolina. 

3. To make delivery of strawberries in carloads at New York Cit 
and Boston in time for market the fourth morning, and at Detro 
Cleveland, Buffalo, Pittsburgh, and Chicago in time for market th 
third morning, from date of consignment when shipped from t 
state of Alabama. 

We further find that approximately the same running schedv 
shall be maintained from origin territory hereinbefore defined 
intermediate destinations in official classification territory, and thi 
= = ed hours at the principal shipping points shall not } 
advanced. 


RATES ON BRICK 


The Commission, in I. and S. 1885, brick and clay produ 
from, to, and between points in Southern Territory, opini 
14707, 155 I. C. C. 730 43, in a report written by Commission 
McManamy, has ordered the establishment of rates on comm 
brick for hauls in excess of 150 miles on the basis of 80 # 
cent of the rates on other sorts of brick and clay product 
not later than September 25 for interstate application throw 
out the territory and intrastate within Georgia, Alabama, 
North Carolina. The state rates were found unjustly discri 
natory against interstate commerce and the interstate ra 
unreasonable as a result of the further hearing on which 
report was made. 


COMMISSION REPORTS 


Hardwood Lumber and Shooks 


No. 19481. Jackson Traffic Bureau vs. A. G. S. et al. of! 
ion No. 14710, 155 I. C. C. 753-9. By division 3. Rates on} 
wood lumber, box material and box shooks, carloads, points! 
Louisiana and Mississippi to destinations in Kansas and 
oe not unreasonable or unduly prejudicial. Complaint ¢ 
missed. 





Imported Wood (Pulp 
No. 20861. Bogota Paper & Board Co., Inc., vs. New ¥ 
Susquehanna & Western et al., opinion No. 14708, 155 1 ©. 
745-8. By division 3. Complaint dismissed, rate on impolt 
wood pulp, Canton docks, Baltimore, Md., to Bogota, N. J! 
unreasonable. 
Cast Pipe and Fittings 
No. 21104, Salem Brass and Iron Manufacturing C0 
Central of New Jersey et al. By division 3. Complaint ¢ 
missed, rates on cast iron pipe and fittings, carloads, Bridge’ 
N. J., to points in New York Harbor, N. Y., and points 0° 
South Brooklyn Railway and Long Island Railroad, not @ 
sonable or otherwise unlawful. 
Dry Fish Scrap 
No. 21610, Olds & Whipple, Inc., vs. Norfolk Southern ¢ 
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By division 2. Rates on dry fish scrap, carloads, Morehead City, 
N. C., to East Hartford, Conn., unreasonable to the extent they 
exceeded $7.70 per net ton, the rate subsequently established. 
Reparation awarded. 

Catalogues 


No. 21191, National Bellas Hess Co., Inc., vs. C. & N. W. 
et al, opinion No. 14726, 156 I. C. C. 33-6. By division 3. Com- 
plaint dismissed on finding rate on catalogues, carloads, Chi- 
cago, Ill., to Kansas City, Mo., not unreasonable. The report 
said the record indicated that from Chicago to destinations 
near Kansas City fourth-class rates were generally applicable 
on catalogues, and that the fourth-class rate assailed was not 
unreasonable. It said the existence of a lower fourth-class rate 
in the opposite direction was not conclusive that the higher 
rate was unreasonable, and that a departure from the classifi- 
cation rating and rate was not warranted in this case. 


Cattle 


No. 20904, R. S. Dixon vs: Southern Pacific Co. et al., opinion 
No. 14721, 156 I. C. C. 15-17. By division 5. Rate on cattle 
shipped from Conner, Calif., to Chiloquin, Ore., and fed in transit 
at Arno and McConnell, Calif., inapplicable; applicable rate, per 
car, $213. Applicable rate unreasonable to extent it exceeded 
$175.50, plus a transit charge of $5.85 per car. Complainant 
entitled to reparation. 

Copper in Cakes 


No. 21166, Richards Co., Inc., vs. Boston & Maine et al., 
opinion No. 14715, 155 I. C. C. 773-4. By division 3. Reparation 
of $64.24, with interest, awarded on finding carload rate on 
copper, in cakes, Edgeworth, Mass., to Black Rock, N. Y., un- 
reasonable to extent it exceeded 27 cents. 


Round-Edge Lumber Transit 


No. 21021, Chaffee Brothers Co. vs. New Haven, opinion 
No. 14717, 156 I. C. C. 1-3. By division 3. Complaint dismissed 
on finding not unreasonable or otherwise unlawful defendant’s 
failure to establish transit arrangements on round-edge lumber 
shipped from points in Maine, New Hampshire and Vermont 
destined to Oxford, Mass., for manufacture into box shooks, 
kindling, and sawdust, and subsequent shipment to near-by 
points in Connecticut, Rhode Island and New York. 


Lump Coal 


No. 20895, W. L. Drake vs. Santa Fe et al., opinion No. 
14725, 156 I. C. C. 30-2. By division 3. Rate charged on carload 
lump coal, North McAlester, Okla., to Humboldt, Kan., applic- 
able but applicable rate unreasonable to extent it exceeded $2.65. 
Rate on lump coal, Haileyville, Okla., to Humboldt, was, is and 
for future will be unreasonable to extent it exceeded, exceeds 
or may exceed $2.65. Reparation of $86.71, with interest, 
awarded. Order for future effective not later than September 17. 


Marble 


No. 20883, Tompkins-Kiel Marble Co. vs. Erie et al., opinion 
No. 14709, 155 I. C. C. 749-52. By division 3. Rates charged on 
rough-quarried and rough-sawed marble, Phenix, Mo., to New 
York and Long Island City, N. Y., applicable; rates applicable 
on and after March 25, 1927, not unreasonable but assailed 
rate of 53.5 cents in effect prior to that date was unreasonable 
2 extent it exceeded 52 cents. Complainant entitled to repara- 

on, 
Cotton Mattresses, Etc. 


No. 21009, Simmons Co. vs. C. & N. W. et al., opinion No. 
14712, 155 I. C. C. 763-65. By division 4. Complaint dismissed 
on finding applicable and not unreasonable rates on cotton 
mattresses and box springs, in mixed carloads with iron beds, 
linked bed springs, and other articles taking same rate from 
Kenosha, Wis., to Detroit, Mich. 


Strawberries 


No. 16999, Commercial Club of Fargo, N. D., et al. vs. Santa 

Fe et al., opinion No. 14724, 156 I. C. C. 27-9. By division 3. 

Freight rates on strawberries, carloads, points in Arkansas and 

Missouri to Fargo, N. D., were not unreasonable. Express rates 

Pa — were not and are not unreasonable. Complaint 
sed. 


Wrought-iron Pipe 


No. 20580, Louisiana Iron & Supply Co. vs. M.-K.-T. et al. 
By division 2. Complaint dismissed on finding not unreason- 
- rates charged on second-hand wrought iron pipe, Beggs, 
mereland, and Tulsa, Okla., to El Dorado and Smackover, Ark. 
- tes charged equal to or less than the rates found reasonable 
or Teparation purposes in the Prairie case. Commissioner 
etal, concurring, said the majority report on reconsidera- 
- in the Prairie Pipe Line case constrained him to approve 

8 report. Commissioner Brainerd, concurring, said he con- 
curred not for the reason stated by the majority but for the 
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reason that there was in his opinion a lack of substantial evi- 
dence to support the allegations of the complaint. 


G. M. @ N. UNIFICATION 3 


‘ The Commission, by division 4, in finance No. 7511, acqui- 
sition of lines by the Gulf, Mobile & Northern, has issued a 
certificate authorizing the applicant to acquire the. properties, 
rights and franchises of the Meridian & Memphis, in Lauder- 
dale county, Mississippi, the Jackson & Eastern, in Newton, 
Neshoba, Scott, Leake, Rankin and Hinds counties, Mississippi, 
and the Birmingham & Northwestern in Madison, Crockett and 
Dyer counties, Tennessee. 

The applicant owned the stock of the three companies ex- 
cept director qualifying shares and a small block owned by the 
city of Jackson, Tenn., in the Birmingham & Northwestern. 
The certificate permitting unification was issued subject to the 
condition that the properties, rights and franchises of the 
Meridian & Memphis and the Jackson & Eastern should be 
taken into the accounts of the parent company at not exceed- 
ing $509,465 and $2,979,887, respectively. The Commission’s 
accounting changed the amounts claimed by the parent com- 
pany in respect of those subsidaries. 

Commissioner Eastman concurred, only, he said, because 
it was in accord with the Commission’s decision in other cases 
under section 1(18). He maintained his position that that part 
of the law was inapplicable to cases of this sort. 


W. & L. E: STOCK ORDERS 


The Commission, in No. 21012, Interstate Commerce Com- 
mission vs. Baltimore & Ohio, and two sub-numbers, Same vs. 
New York Central and Same vs. New York, Chicago & St. Louis, 
the Clayton anti-trust law proceedings against the trunk lines 
mentioned because of their acquisition of Wheeling & Lake Erie 
stock, has issued a second amended order increasing to 150 days 
the time allowed in which the trunk lines are to divest them- 
selves of the Wheeling & Lake Erie stock. The first order, 
dated March 11, required them to make such divestment within 
90 days. The New York Central and Baltimore & Ohio com- 
plied by selling their holdings to the Allegheny Corporation, a 
Van Sweringen holding company. The order was then amended 
so as to extend its effective date to 120 days from March 11. 
Now it is further extended to 150 days. 

This extension has been given so as to allow the completion 
of a trust agreement whereby the stock will be held, out of the 
control of the owners until the further order of the Commission, 
if the trust agreement that is being formulated is found to be 
satisfactory. 

Disposition of the Wheeling & Lake Erie is so bound up 
in the question of the permanent plan for the consolidation of 
railroads in the eastern district that the thought now is that 
the question of the ownership of the stock will not be finally 
answered until something definite has been done about that 
permanent plan. It is understood that the suggestions of Com- 
missioner Porter as to what should be done to make up the 
permanent plan are under active consideration by the other 
commissioners. It is further understood, however, that there 
is little likelihood of anything in the way of a permanent plan 
report being given to the public until after the summer recess 
of the Commission, which will last through August at least. 

Conferences for the disposition of cases are regularly sched- 
uled by the Commission to be held in the first two Mondays and 
Tuesdays of each month. The July conferences, however, in- 
stead of lasting four days, have spread over practically every 
day of the month, the understanding being that much attention 
was being given to the Hoch-Smith grain case, on which three 
weeks of argument were completed in the middle of June. 

The 30-day extension given in the Clayton anti-trust cases 
will expire in August. The thought, when it was granted, was 
that the trust agreement might be completed this month and 
action taken on it before the beginning of vacations, among the 
commissioners, in August. In the event of failure to complete 
the agreement prior to the expiration of the extended date would 
mean nothing more than another extension as a matter of rou- 
tine, unless it should appear that a complete understanding was 
impossible. 


N. C. & ST. L. STOCK DIVIDEND 


Authority to issue a stock dividend of 96,000 shares of 
common stock of the par value of $100 a share is requested by 
the Nashville, Chattanooga & St. Louis Railway in an application 
(Finance No. 7727) filed with the Commission. 

The total issue proposed or so much as the Commission may 
authorize will be distributed pro rata among the company’s 
stockholders. The company now has outstanding 160,000 shares 
of common stock, the only class of stock it has issued, aggre- 
gating $16,000,000. 

“The railway has been conservative in the matter of divi- 
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dends and instead of paying to its stockholders substantially 
all of its net earnings, it has paid them only a modest portion 
thereof, putting the balance back into the property by way of 
additions and betterments,” says the company. 

From its beginning to December 31, 1928, the company out 
of earnings has put back into the property as additions and 
betterments, $28,442,634.04, and in the same period has paid 
cash dividends of $29,863,412.59, according to the application. 
In addition to these cash payments a 200 per cent cash divi- 
dend was declared in 1873. In 1891 stockholders were permitted 
to buy stock at $50 a share, par value $100. Approximately 
33,000 shares were bought by stockholders. 

The company says stockholders have in effect spent for 
additions and betterments over $22,000,000 against which no 
additional stock has ever been issued. 

“To issue against this only 96,000 shares of par value of 
$100 each as now proposed, still leaves expenditure for improve- 
ments of more than $12,000,000 in excess of a specific issue of 
capital stock—and this without considering the very considerable 
enhancement of value of much of the railway’s property,” says 
the company. 

In connection with a declaration that the management 
recognizes a three-fold obligation—to the public, employes and 
owners—it is pointed out that the railway’s taxes for the fiscal 
year ended June 30, 1914, were $335,926.02, and for the calendar 
year 1928, $1,080,404.42, an increase of a little more than 220 
per cent; that since 1916 taxes have increased about 186 per 
cent and the price of supplies about 50 per cent; that in 1914 
the average freight rate per ton mile was 1.054 cents, and that 
in 1928, despite increases in cost of labor, materials and taxes, 
and loss from unremunerative passenger service, the average 
rate per ton mile was only 1.317 cents. 

“All of this is indicative that the railway is meeting its 
obligation to the public,” says the company. 

“Employes generally, with reduced hours and improved 
working conditions, have received their share of the success of 
the railway. In 1914, the total payroll of the railway was 
$6,028,350.97. In 1928, it was $13,180,454.44, an increase of more 
than 100 per cent, with no increase in the number of employes. 
The average hourly wage of railroad employes on this railway 
has increased since 1916, 151.34 per cent.” 

The applicant states that there has been no increase in 
the capital stock of the company since 1913, that the dividend 
rate “is only 7 per cent and there has been no increase since 
August 1, 1916.” Additions and betterments to the property 
since June 30, 1916, have amounted to $19,704,282.16. Of this 
amount, the application continues, $18,105,348.95 has been sup- 
plied from earnings and $1,599,000 from equipment trust notes 
that are being retired annually from earnings. The percentage 
of the dividend paid in 1916 to the investment in road and 
equipment was 2.67 per cent, while in 1928 it was only 2.01 per 
cent, says the applicant. 

“The railway, therefore, has more fully fulfilled its obliga- 
tion to the public and its employes than to its stockholders,” 
it asserts. ‘The proposed plan to issue and deliver said stock as 
a stock dividend is both necessary and appropriate to do equal 
justice to the owners of the property.” 

Many of the railway’s stockholders have for years been 
urging a more liberal dividend policy and particularly the 
issuance of a stock dividend, according to the application, and 
the time has now come when the railway is willing in the man- 
ner herein sought to meet the request of the stockholders. 





LOS ANGELES UNION STATION - 


An order requiring the construction of a union terminal 
station and connecting railroad lines in Los Angeles, Calif., is 
asked by H. A. Wood, as the organizer and on behalf of the 
Union Terminals, Inc., a proposed corporation, in Finance No. 
7729. The corporation would build the station, the proposed 
construction of which has been the subject of litigation involving 
the question of the power of the Commission to issue an order 
requiring that the station be built by the railroads. Permis- 
sion to retain excess earnings also is asked. 

Mr. Wood asks that the Commission defer action on the 
application until the Supreme Court of the United States has 
decided the Los Angeles station case. If, however, the appli- 
cant in the present proceeding should conclude an arrange- 
ment with the railroads to use the union station applicant 
proposes to build, the right is reserved to ask for an earlier 
decision by the Commission. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 7635, authorizing (1) the Phila- 
delphia, Baltimore & Washington Railroad Co. to issue $7,479,000 
of general-mortgage gold bonds, series C; said bonds to be delivered 
at par to the Pennsylvania Railroad Co. in partial reimbursement 


for advances made by that company which were used for capital 
purposes; and (2) the Pennsylvania Railroad Co. to assume obliga- 
tion_and liability, as lessee, in respect of said bonds, approved. 

No. 7606, authorizing the Penn- 


Report and certificate in F. D. 
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sylvania Railroad Co. and the Norfolk & Western Railway Qo 
operate under trackage rights over the line of the Baltimore & (j; 


a Co. in Hamilton county, Ohio (approximately 7 miles) rg 
proved. i 

Report and certificate in F. D. No. 7605, authorizing the Pit, 
burgh, Cincinnati, Chicago & St. Louis Railroad Co. to construct a 
extension of its line of railroad in Hamilton county, O., ang the 
Pennsylvania Railroad Co., lessee, to operate over said extension 
approved. . 

Report and certificate in F. D. No. 7510, authorizing the Gut 
Colorado & Santa Fe and/or Cane Belt Railroad to operate over ¢¢: 
tain tracks of the Galveston, Harrisburg & San Antonio Ry., and th 
Texas & New Orleans and/or Galveston, Harrisburg & San Antonis 
to operate over a proposed extension of the Cane Belt Railroad, ,) 
in Wharton and Fort Bend counties, Texas, approved. gy 

Second supplemental report and order in F. D. Nos. 4030 an 
4105, authorizing the acquisition by Georgia & Florida Railroad of eg). 
trol of the railroad of the Statesboro Northern Railway by extengig, 
of lease, approved. 

Report and certificate in F. D. No. 7618, authorizing the acquig. 
tion by the Mountain States Telephone & Telegraph Co. of the prop. 
erties of the Estancia Telephone Co., approved. 

Report and certificate in F. D. No. 7647, authorizing the acquig. 
tion by the Chesapeake & Potomac Telephone Co. of Virginia of ty 
telephone properties of C. R. Adair, doing business as Narr; 
Telephone Co., approved. : 

Report and order in F. D. No. 7663, authorizing the New Yor 
Chicago & St. Louis Railroad Co. to assume obligation and liability 
in respect of $2,400,000 of New York, Chicago & St. Louis Railroaj 
equipment trust of 1929 4% per cent gold certificates to be issued }y 
the Guaranty Trust Co. of New York, trustee, under an agreemen 
to be dated August 1, 1929, and sold at not less than 95.773 per cen 
of par and accrued dividends in connection with the procuremey 
of certain equipment, approved. ‘ 

Report and order in F. D. No. 7682, authorizing W. Stephenson, 
receiver of the Missouri & North Arkansas Railway Co., to iss» 
$500,000 of 6 per cent receiver’s certificates, the certificates to 
sold at not less than 98 per cent of their face amount and accrue 
interest, and the proceeds used to retire certain maturing receiver; 
certificates, to pay indebtedness, and to provide working capiti 
for continued operation of the property, approved. 


FINANCE APPLICATIONS 


Finance No. 7728. Murfreesboro-Nashville Southwestern Railway 
Co. asks authority to issue $100,000 of common stock and to issue ani 
sell $50,000 of bonds. The stock will be delivered to stockholders ani 
the proceeds from the bonds will be used to meet deficits due to pay. 
rolls, salaries, maintenance of track and repairs to equipment ani 
material used in the repair and operation of the company’s track: 
and to supply funds for the future. 


Finance No. 7724. Minneapolis, St. Paul & Sault Ste. Marie Ry. (v. 
asks authority to abandon and remove 32 miles of railway between 
the stations of Darina, Rossburg, Aitkin and Ironhub, and betwea 
the stations of Ironhub and Manganese, in Aitkin and Crow Win 
counties, Minn. The line was constructed in 1909 for the purpose of 
transporting iron ore and forest products to Duluth, Minn., ani 
Superior, Wis., and other points of destination. Joint operation o 
tracks by the applicant and the Northern Pacific, authorized in 
Finance No. 7569, according to the application, makes abandonment 
of the line necessary. 


Finance No. 7725. Pacific Telephone & Telegraph Co. asks ap- 
proval of acquisition by it of the telephone and telegraph property od 
J. R. Fort, doing business under the name and style of Coast Tele 
phone Co., in San Luis Obispo county, Calif. 

Finance No. 7717. Galveston Wharf Co. asks authority to issu 
$2,245,000 of 5% per cent mortgage bonds and sell them at 95 pe 
cent of par to Arthur Perry & Co. of Boston. Proceeds are to & 
used to pay for new grain elevator in Galveston, Tex. 


Finance No. 7719. Grand Trunk Western Railway Co. and/o 
Grand Trunk Western Railroad Co., asks authority to relocate track 
in South Bend, Ind., in connection with grade separation work. 

Finance No. 7081. Supplemental application of Chicago, Spring- 
field & St. Louis Railway Co. for authority to renew $52,500 of notes 

Finance No. 7714. Atlantic Coast Line Railroad Co. asks authority 
to abondon its railroad from Yuste to Monticello, Fla., 4.8 miles long, 
being the southern portion of applicant’s former Thomasville-Monti- 
cello branch. Applicant says it thinks abandonment of this strett 
of track was authorized by the Commission when it granted appl 
cant’s application for authority to connect two of its lines by buildin 
a line approximately 41 miles long, extending from a point ne 
Perry, Fla., to a point near Monticello, Fla., in_ which proceeding 
(Finarice No. 5169) the applicant informed the Commission of tht 
plan to abandon the line from Yuste to Monticello. Applicant h# 
taken up the track in question. It says the Supreme Court of Florida 
holds it must have specific authority to abandon the line. 

Finance No. 7715. Joint petition of New York Telephone 
and Catskill Mountain Telephone Co. for approval of acquisition “ 
stock of the Catskill company by the New York Telephone Co. | 

Finance No. 7711. Western Maryland Railway Co. asks authorit) 
to acquire control of the Chaffee Railroad Co. under a lease and 
purchase of its entire capital stock, and in part payment for sv 
capital stock to assume obligation and liability in respect of 4 first 
mortgage indebtedness of the Chaffee in the amount of $110,0li 
bearing 5 per cent interest and payable on or before March 26, 1%) 
The price to be ae for the stock is $210,000, of which $100,000 * 
to be paid in cash. The Chaffee’s line is about 3% miles long aM 
extends from Chaffee, W. Va., to Vindex, Md. 























CULLET CASE DISCONTINUED 


The Commission, by division 2, has discontinued I. and § 
No. 3261, cullet between points in western trunk line and 
nois territories, (2) and directed the cancellation, not later th# 
August 19, of the suspended schedules in Chicago & Eastetl 
Illinois I. C. C. No. 140, supplement No. 72. Discontinualé 
was ordered by reason of the fact that the respondents f 
to appear or to be represented by counsel when this proc 
ing was called for hearing on May 15 at which they were ! 
have had the opportunity to justify the rates on cullet 
in the suspended schedules. 
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Proposed Reports in I. C. C. Cases 





LOUISIANA STATE RATES 


Intrastate rates in Louisiana on and west of the Mississippi 
River, including both banks of that stream, on specified com- 
modities, are proposed for condemnation, by Examiner C. M. 
Bardwell, in No. 21632, intrastate rates within Louisiana, on a 
fnding that they cause undue preference of persons and locali- 
ties in intrastate commerce, undue prejudice against persons 
and localities in interstate commerce, and unjust discrimination 
against interstate commerce. Bardwell recommends the bring- 
ing of the unlawful situation into conformity with the law by the 
use of the rates and carload minima prescribed on the same com- 
modities in the Consolidated Southwestern Cases, 123 I. C. C. 203. 

Commodities involved are bagging and ties, bags and bag- 
ging, fertilizer and fertilizer materials, except pile-run acid phos- 
phate, furniture, glass bottles and jars and vinegar, except as 
to rates to New Orleans and Baton Rouge, in carloads, and on 
fertilizer and fertilizer materials, grain and grain products, and 
petroleum and its products, in less than carloads. The finding 
is also to apply to the maintenance in connection with intrastate 
rates between points in Louisiana, on sugar, carloads, and on 
molasses, Syrups and sugar in mixed carloads, of a minimum of 
40,000. The minimum to be used for the removal of the unjust 
discrimination against interstate commerce is that which was 
prescribed in the Consolidated Southwestern Cases. 

Bardwell said the Commission should find that the intra- 
state rates on green coffee, molasses and syrups, and sugar, in 
carloads, the maintenance of intrastate rates on classes and 
commodities from New Orleans on a straight mileage basis 
instead of on a group basis, and the use, in constructing intra- 
state distance rates across the Mississippi River in Louisiana 
of 20 constructive miles instead of specific arbitraries, had not 
been shown to cause or to have caused any undue preference 
or prejudice as between persons and localities in intrastate 
commerce on the one hand, and interstate commerce on the 
other, or in unjust discrimination against interstate commerce. 

The examiner advised against the issuance of an order 
against the state. He said issuance of an order should be held 
in abeyance for a reasonable time to afford the Louisiana com- 
mission an opportunity to readjust the intrastate rates in ac- 
cordance with the findings. He said that if such a readjust- 
ment was not made within a period of 90 days from the service 
of a final report the parties in interest should be permitted to 
bring the subject to the Commission’s attention in order that 
it might consider the entry of an appropriate order. 

When the Commission prescribed rates in the Consolidated 
Southwestern Cases, it afforded time to the affected states to 
revise their rates in accordance with the spirit of that decision. 
Louisiana made a considerable revision, but declined to issue 
orders on the subject matter treated in this report. The rail- 
toads brought those matters to the attention of the Commission. 
So as to have the subject fully before it, the Commission re- 
opened the consolidated cases and No. 14880, Dallas Chamber 
of Commerce et al. vs. Aberdeen & Rockfish et al., one of the 
cases joined with the general southwestern inquiry, and joined 
them with its own inquiry instituted upon the application of 
the carriers. 


CHICAGO GRAIN INSPECTION 


In recommending the dismissal of No. 21529, Board of Trade 
of the City of Chicago vs. Santa Fe et al., Attorney-Examiner W. 
A. Disque said that the assailed demurrage rule and reconsign- 
ment charge on grain and related commodities were among those 
devised and established in or shortly after the war period “when 
remedies were sorely needed for the congested condition of the 
country’s transportation system.” 
They have played and are playing,” continued Disque, “their 
Part in keeping the Chicago terminals open and promoting the 
efficient handling of traffic in general. The situation is now very 
satisfactory. The record does not establish that the demurrage 
Tule or the reconsignment charge is unreasonable, unjustly dis- 
criminatory or unduly prejudicial. The complaint should be dis- 
missed.” (See Traffic World, July 13.) 
la While the complaint alleged the rule and charge were vio- 
tive of the first three sections of the interstate commerce act, 
— said that the allegations of unjust discrimination and 
th - prejudice, however, were practically abandoned. He said 
“ a reasonable demurrage rule for the future and the cancel- 
in ton of the reconsignment charge were sought. A case involv- 
& the same principle, Disque said, in so far as Illinois intra- 


state commerce was concerned, was pending before the Illinois 
commission. A joint hearing was held. 

The complainant, Disque said, was concerned principally 
with the refusal of the railroads to allow additional free time 
for reinspection by the Illinois authorities or appeal to the 
federal authorities in instances in which there was dispute as 
to the grade of the grain. For many years prior to federal 
control, he said, an extra day was allowed in instances of that 
sort, provided that the reinspection or appeal resulted in a 
change of grade. An extra day, the report said, was allowed 
at Minneapolis, St. Paul and Duluth, Minn., and complainant 
wanted the same thing for Chicago. Disque said that the rules 
at the various markets were different, that conditions varied 
greatly and that comparison of the different rules was difficult 
and of little help. But, he said, judging by the results the re- 
consignment rule in force at Chicago was at least as liberal as 
those maintained at other primary markets. Defendants op- 
posed any measure that would increase the number of cars 
held for reconsignment, as that would mean less efficient use 
of equipment, tend to congestion and result in lower earnings. 
They said that the facts showed that the present free time 
allowance was not burdensome. 


Disque said it was plain that the free time allowed at Chi- 
cago was generally not sufficient for most cases of reinspection 
or appeal. But question arose, he said, as to why the defend- 
ants should be expected to bear the burden of delay. Inspection, 
he said, was a condition precedent to the sale of grain, a require- 
ment that ran against the shipper. He said that it was a com- 
mercial matter in which the carriers were not particularly 
interested, although, as pointed out in Reconsignment Case No. 
3, 53 I. C. C. 455, they might derive some incidental benefit from 
it, and for the transportation services incident thereto were 
presumed to receive compensation in the line-haul rate. But, 
he said, reinspection and appeal were not in the same category 
as inspection, in that they were exceptional. Exceptional things, 
said he, were not presumed to be embraced by line-haul rates. 

“The cars are held by or for the shipper,” said Disque, 
“and the shipper should pay if he asks for reinspection or ap- 
peal.” 


TIN PLATE TO IOLA, KANS. 


Treating the prayers of the complainant as equivalent to 
prayers to break down the iron and steel adjustment made in 
the Consolidated Southwestern Cases, Examiner F. A. Clifford 
has recommended the dismissal of No. 21940, Pet Milk Co. vs. 
Missouri-Kansas-Texas, on a finding that the existing rate on 
tin plate, carloads, from Granite City, Ill., to Iola, Kans., is not 
unreasonable. A rate or rates for the future only were sought. 
The complainant, according to the report, for some time, had 
been considering the establishment of a tin can factory at Iola to 
relieve congestion at its plant at Greenville, Ill. Plans, how- 
ever, have been held in abeyance pending the outcome of 
freight rate negotiations. 


Last November the carriers refused to approve any change 
in the rate situation and as a consequence this complaint, Clif- 
ford said, was filed. The rate now in effect is a so-called col- 
umn 32.5 rate of 44 cents, on a 40,000-pound minimum, estab- 
lished as a result of the findings in Cosnolidated Southwestern 
Cases, 123 I. C. C. 203, and 139 I. C. C. 535. 

At the hearing the complainant said that its complaint 
would be satisfied with an alternative rate not exceeding 25 
per cent of the first class rate of the Southwestern scale, on a 
minimum of 80,000 pounds. 

The railroads serving Iola, other than the Katy, although 
not made respondents, intervened in defense of the adjustment, 
claiming that the making of an alternative rate would precipitate 
a multiplicity of requests for similar relief and a nullification 
of the Southwestern adjustment. They also claimed that such 
an alternative rate would result in undue prejudice. The 
examiner agreed with those contentions and recommended dis- 
missal. 


PROPOSED REPORTS 


Wood Pulp 


No. 21900. Union Bag & Paper Corporation vs. D. & H. 
et al. Examiner C. J. Peterson. Dismissal recommended. Rates 
on domestic and imported wood pulp, carloads, points in the 
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New York Lighterage limits to Hudson Falls, N. Y., not unrea- 
sonable. 
Sweet Clover Seed 


No. 20394, Nebraska Seed Co. vs. C. B. & Q. et al. Examiner 
A. J. Sullivan. Dismissal proposed on finding not unreasonable 
or unduly prejudicial rates on sweet clover seed, carloads, points 
in North Dakota, Minnesota and Wisconsin to Omaha, Neb. Re- 


Scrap Iron 


No. 21825, Joseph Schoenthal Co. vs. Pennsylvania. Ex- 
aminer Elza Job. Dismissal proposed on finding not unreason- 
able or in violation of section 4 of the interstate commerce act 
rate charged for transportation of scrap iron, carloads, Erie, 
Pa., to Lowellville, O. 


Contractor’s Outfit 


No. 21834, Boardman Co. vs. A. B. & C. et al. Examiner 
Joseph C. Cooper. Rate charged on a carload of second-hand 
contractor’s outfit, Lineville, Ala., to Oklahoma City, Okla., un- 
reasonable to the extent it exceeded $1.10. Reparatjon of $39.60, 
with interest, recommended. 


GRAND TRUNK CAR FERRIES 

Approval of the plans of the Grand Trunk Western for re- 
routing of its car ferries, as proposed in finance No. 7528, pro- 
posed rerouting of Grand Trunk car ferries, is recommended by 
Examiner Ralph R. Molster in his report on the applications 
of the various corporations of the Grand Trunk system involved 
in the matter. Molster said the Commission should find that 
the present and future public convenience and necessity re- 
quired the operation of car ferry service across Lake Michigan 
between Muskegon, Mich., and Milwaukee, Wis., by the Grand 
Trunk Milwaukee Car Ferry Co., or by the Grand Trunk West- 
ern Railroad Co. He also said the Commission should make a 
like finding as to the operation by the Detroit, Grand Haven & 
Milwaukee, another Grand Trunk subsidiary, under trackage 
rights over the lines of the Pennsylvania and the Muskegon 
Railway & Navigation Co., the latter known as a belt line. 


Grant of certificates of public convenience and necessity 
permitting the Grand Trunk to reroute its car ferries was op- 
posed by the Pere Marquette and the City of Grand Haven, 
Mich. The proposal of the Grand Trunk was to operate its car 
ferries between Muskegon, Mich., and Milwaukee, Wis. At 
present the car ferry service is maintained from Grand Haven. 
The applicants said that the Grand Haven terminal would be 
retained in auxiliary service but that Muskegon would be used 
to the exclusion of Grand Haven when the former was open. 


The examiner said the Pere Marquette did not oppose the 
proposed change in the route of the Grand Trunk ferries, but 
maintained that an additional line of railroad was not necessary 
for that purpose and was not required by the transportation 
needs of the Muskegon district. The use of trackage rights 
over the line of the Pennsylvania and the belt railway will afford 
an additional line in Muskegon. Grand Haven contended that 
grant of the application was not required by public convenience 
and necessity. 


PETITIONS FOR REHEARING, ETC. 


No. 21506, Mead Johnson & Co. vs. Atlantic Coast Line et 
al. Complainant asks for reopening of record herein to receive 
newly discovered evidence not available at time of first 
hearing. . 

No. 11948, Glacifer Co. vs. American Railway Express Co. 
Defendant, Railway Express Agency, successor of American 
Railway Express Co., asks for reopening of this proceeding and 
rehearing therein. 

No. 20648, Grand Island Chamber of Commerce, for and 
in behalf of S. T. Farmer Canning Co. vs. Burlington et al. De- 
fendants ask for vacation of order and rehearing. 

No. 14898, Memphis Freight Bureau et al. vs. Alabama 
Great Southern et al. Norfolk & Western asks that orders en- 
tered herein be set aside and case be reopened and consolidated 
with No. 17000, part 5, general furniture investigation, and re- 
lated cases. 

No. 14898, Memphis Freight Bureau et al. vs. Alabama 
Great Southern et al., No. 18136, Jackson Traffic Bureau vs. 
Alabama & Vicksburg et al., and I. and S. 3153, furniture, from, 
to and between points in southern, official, Illinois freight as- 
sociation and western trunk line territories. Complainant, in 
No. 18136, asks that in so far as this proceeding is involved, 
that the Commission release and vacate the suspension of the 
rates resulting from that case and permit them to be made 
effective at once. 

No. 14898, Memphis Freight Bureau et al. vs. Alabama Great 
Southern et al. Rockford Furniture Manufacturers’ Association, 
in support of petition of Southern, and other interested car- 
riers, dated June 27, 1929, asks that orders in this case be set 
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aside and case be re-opened and joined, for final dispositig, 
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with general furniture investigation, No. 17000, part 5, ang, 
lated cases. 

No. 19594, transfer of freight within St. Louis and Eagt 
Louis by dray and trucks for and on behalf of railroads, ani 
I. and S. No. 2934, and first supplement, off-track station 
constructive receipt and delivery of freight at St. Louis, Mo, 
and East St. Louis, Ill. St. Louis Chamber of Commerce ash; 
for reargument. 

No. 18496, John F. Evans, doing business as City Fuel q, 
vs. Illinois Central et al. Defendants ask for postponement 
effective date of order, vacation of order, reopening, and arg, 
ment before entire Commission. 

No. 19778, Wichita Chamber of Commerce et al. vs. San, 
Fe et al. Complainants and interveners in this proceeding, ay 
for rehearing therein. 

No. 16496, National Car Coupler Co. vs. Santa Fe et y 
Complainant asks for dismissal of defendants’ petition for » 
opening and reargument and/or reconsideration by entire (Cop. 
mission. 


No. 21002, Thomas H. Fee vs. Santa Fe et al. 
asks for oral hearing. 

No. 20503, Gordon Candy Co. et al. vs. Baltimore & Ohi 
et al., and No. 21580, Mar Hein Candy Co. et al. vs. Santa kh 
et al. Complainants in No. 20503 ask for reopening and n 
consideration on present record, of report and order by diy. 
sion 2. 

No. 16243, Indiana Coke and Gas Co. et al. vs. Ahnapee 
Western et al., and cases grouped therewith. C. W. Galligan, 
agent and attorney for and on behalf of carriers’ respondent 
to order of Commission of May 14, 1929, asks the Commissin 
to amend its order in these cases, to provide for a postpon 
ment of ninety days in effective date of August 15, 1929, » 
quired under said order. 

No. 14898, Memphis Freight Bureau et al. vs. Alabam 
Great Southern et al. Atlantic Coast Line, High Point, Thoms 
ville and Denton, Winston-Salem Southbound and Seaboard At 
Line ask that the orders herein be set aside and case be cor 
solidated with general investigation of rates on furniture, No, 
17000, part 5, and related cases. 

No. 8819, West Coast Lumbermen’s Association et al. n 
Boston & Albany et al. Defendants ask for reconsideration ani 
reargument before entire Commission. This also embraces Ni 
15044, Pacific Mutual Door Co. vs. ‘Ann Arbor et al. 

No. 16944, Armstrong Cork Co. vs. Pennsylvania et al., ani 
No. 17489, Certain-teed Products Corp. vs. Aberdeen & Rockfsh 
et al. H. Wilson, in name of and on behalf of carriers shown a 
parties in No. 16944 and 17489, asks for modification of orde 
in these proceedings, so that rates may be published to South 
Atlantic Ports effective July 25, 1929, on 1 day’s notice instead o 
thirty (30) days’ notice as required by said order. 


Complainan 


EXPLOSIVES REGULATIONS 


The Commission, by division 6, in No. 3666, the case i 
which the Commission prescribes regulations for the transpor 
tation of explosives and other dangerous articles and prescribe 
container specifications for such articles, has issued a revisi01, 
effective October 10, of the specifications for tanks of tatk 
cars. The revision also carries a provision for the transport 
tion of paints, varnish, and lacquer, with a flash point above 
20 degrees F. in metal drums, each of a capacity not exceedin 
55 gallons, together with a specification 5E, for the constr 
tion of the barrel or drum. 


Specifications for tanks and their appurtenances, of tatk 
cars are revised. They pertain to the ordinary steel tank-a 
used in transporting petroleum and its products and sont 
chemicals, to rubber lined tank-cars and to wood-lined tank-cals 

The specifications, the report says, are the result of vey 
exhaustive consideration on the part of the American Railw! 
Association tank car committee and the builders and users @ 
tank cars. They were recommended by the Bureau of Explosives 
maintained by the railroads as being in the interest of safel 
in the transportation of dangerous articles. They are revisiols 
says the report, of existing specifications for tanks and ce 
cylinders which have been approved for transportation on @ 
structures of special design. The specifications carried in the 
report and order cancel and supersede, upon the effective date, 
all outstanding specifications for the construction of the con 
ers listed in the order. Existing tank-cars and containers ma 
be continued in use until the further order of the Commissi@ 
but all tanks built after the effective date of the order a 
to comply with the revised specifications. Provision is 
made in the order for tank-cars and containers not covered J 
the specifications, upon the recommendation of the tank cat 
committee of the American Railway Association, for experimel 
purposes. 
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RATES ON PIG IRON 


Although the southern carriers operating between Birming- 
ham and St. Louis did not wish to bring about a rate war by 
their proposal to reduce the existing rate of $4.42 a gross ton 
on pig iron to $3.69, according to the testimony of J. G. Kerr, 
of the L. & N., last week at the hearing at Chicago, before 
Examiner Crowley, in I. and S. 3311, pig iron from southern 
points to Indiana, Illinois and Missouri (see Traffic World, July 
13, p. 100), the testimony of the central and western trunk line 
carrier representatives and protesting shippers indicated that 
it is not improbable something of the sort may result if the 
Commission allows the suspended tariffs to take effect. 

In continuation of his testimony, Mr. Kerr stressed the 
depressed condition of the industry in the south and the falling 
off in the volume of shipments from the Birmingham district 
to St. Louis and to the territory north and west of the Ohio 
River generally. In the five-year period ended with 1914, Ala- 
pama furnaces shipped a total of 168,000 tons into the St. Louis 
district, as compared to a total of 29,000 tons for the five-year 
period ended with 1928, he said. Further, his figures showed 
that 84 per cent of the southern production was disposed of in 
the territory north of the Ohio River and to the west of that, 
in 1902, as compared with 16 per cent in 1925. 

Economic testimony as to the condition of the industry and 
other matters was presented by W. B. Lewis, traffic manager, 
Sloss-Sheffield Steel and Iron Corporation, and others. Mr. 
Lewis appeared for the Alabama Iron and Steel Shippers’ Con- 
ference. One of the points he made in justification of the pro- 
posed rate from Birmingham to St. Louis was that it would be 
$2.83, if made to bear the same relationship to the first class 
rate as the rate of $2.16 from Chicago to St. Louis is to the 
southern scale first class rate for the Chicago-St. Louis distance. 

The close inter-relation of all rates on pig iron between the 
Alleghenies, on the east, and the Missouri River, on the west, 
and the highly competitive nature of the industry were empha- 
sized by all those who appeared in opposition to the reductions. 
The picture -presented by the protesting carrier witnesses was 
of a rate fabric so tightly bound that a change in any strand 
would necessitate readjustment of all the other elements. 

According to S. S. Bridgers, the C. F. A. carriers that he 
represented feared a reduction to St. Louis would be followed 
by reductions to Cincinnati and other Ohio River crossings, and 
would be followed by reductions into Central Territory proper, 
due to lower combinations on the crossings, disrupting the entire 
adjustment in the territory. 

Allowance of the proposed schedules would reduce prac- 
tically every rate from the south to Western Trunk Line Ter- 
ritory, in the opinion of J. E. Flansburg, assistant to the vice- 
president, C. & N. W. That was so because the rates to that 
territory were generally made as combinations on St. Louis, 
he said, and the result would be that western shippers would 
demand that their competitive relationships be restored by 
further reductions. 

The rate from Chicago to St. Louis, which was used by the 
southern representatives as justification for the lower rate from 
Birmingham, was defended by C. W. Galligan, chairman, Illinois 
Freight Association, who said it was justified because of the 
large number of coal cars that otherwise would be returned 
empty to southern Illinois mines. In his opinion, too, the ulti- 
mate effect of reducing the rate from Birmingham would be 
compensatory reductions from other producing points. As a 
result, the southern lines would not gain any business, and the 
railroads would lose revenue all around, he said. 

Economic testimony presented by J. D. Forest, of the By- 
Products Coke Corporation, in behalf of Chicago producers, was 
intended to show that the troubles of the southern producers 


} were due to industrial changes and other matters having nothing 


to do with freight rates. The consumption of pig iron in the 
St. Louis district had fallen off materially in recent years, he 
said, as the result of increased use of scrap iron and other in- 
dustrial substitutions, such as the displacement of castings by 
Pressed steel products. However, he thought the production 
figures indicated the southern producers were doing quite well, 


§ 48 they indicated that the Alabama output this year would 


approximately equal that of 1917, which was the heaviest year 
Producers there had had. Specifically, he explained the accumula- 
tions of stock in the south that had been testified to as the 
result of lessened activity in the manufacture of cast iron pipe, 
which was the principal market for southern pig iron. He ex- 
Dlained that as due to unusual activity on the New York Stock 

change, which had increased interest rates to the point where 
municipalities could not sell their bonds at authorized rates, 
and so could not lay sewer pipe. The case, he said, must 
hecessarily turn on its economic aspects, as no one con- 
tended that pig iron rates were not compensatory. He de- 
Dlored the view that freight rates should be made to stand 

tween any industry or group within an industry and tem- 
Porary depression. Alabama producers had great geographical 





The Traffic World 


PAGE 153 









advantages in that they could obtain both coal and iron ore on 
what amounted to switching rates, according to him. Chicago 
had the advantage of being near large markets, which partially 
balanced those advantages, he held, but it was still at a dis- 
advantage, as the Chicago base price plus freight rate made a 
higher selling price throughout the greater part of Indiana, 
Illinois, Missouri, Iowa, and other states in the territory, ac- 
cording to exhibits he presented. Chicago consumption of pig 
iron amounted to approximately 400,000 tons a year, and the 
production of the district was in the neighborhood of a billion 
tons. He characterized the proposed rate to St. Louis as a 
“dumping rate.” 

W. G. Strohm, traffic manager, St. Louis Gas and Coke 
Corporation, and the St. Louis Coal and Iron Company, which 
produces pig iron at Granite City, Ill, measured what he con- 
sidered the excessively low nature of the proposed rates by ex- 
isting rail-water-and-rail rates from the Birmingham district, 
showing that, in numerous instances, the all-rail rates under the 
suspended tariffs would be lower. In addition, he called atten- 
tion to the fact that a reduction in the all-rail rate to St. Louis 
would reduce the end rail factor of the rates in connection with 
the barge haul down the Ohio River, as it was made a certain 
per cent of the all-rail rate. 

The hearing ended July 15. 


COAL ROAD ACQUISITION 


In a supplemental report in finance No. 6518, construction 
and acquisition of lines by Algers, Winslow & Western, the 
Commission, by division 4, has found that the present record 
as to the value of the railroad properties of the Patoka Coal 
Company, to be acquired by the Algers, Winslow & Western, 
does not provide a proper basis for determining the value of 
the railroad properties of the coal company. 

The Commission, with a view to having reliable data on 
the subject, has suggested that a board be appointed by the 
applicant and the Big Four, the latter an intervener in the case, 
to make a “fair and unbiased appraisal” of the coal company’s 
railroad properties. 

In the first report in this case, 145 I. C. C. 123, the Com- 
mission authorized the applicant railroad company to acquire 
the railroad properties owned by the coal company and to con- 
struct extensions thereof, all in Pike county, Indiana, on the 
condition that within thirty days from and after the date of 
the certificate the applicant should tender to the Evansville, 
Indianapolis & Terre Haute and the Southern Railway a ten- 
year option to acquire control jointly or severally of the Algers, 
Winslow & Western upon fair and reasonable terms. That 
condition was imposed on account of the appearance of a def- 
inite community of interests on the part of the applicant rail- 
road and the coal company. For about a year the matter has 
been hanging fire on account of the inability of the parties to 
agree upon the value of the railroad property of the coal com- 
pany. In round figures the coal company and the applicant 
railroad have contended that the coal company’s railroad, a 
little more than five miles long, was worth about $500,000, while 
the Big Four, by its subsidiary, the E. I. & T. H., has contended 
that the coal company’s railroad was worth about one-fifth 
that sum. 


COMMISSION ORDERS 


No. 17489 (and Sub. 2), Certain-teed Products Corporation 
vs. Aberdeen & Rockfish et al. The Commission’s order of 
April 15, 1929, which by its terms was effective July 25, 1929, 
upon not less than 30 days’ notice, has been modified so as to 
permit the establishment by defendant Southern Pacific Co.- 
Atlantic Steamship Lines (Morgan Line) of rates prescribed 
in said order from points in Atlantic Seaboard Territory to 
points in Louisiana and Mississippi via New Orleans, La., upon 
notice to this Commission and to the general public by not less 
than 10 days’ filing and posting in manner prescribed in section 
6 of the interstate commerce act, instead of 30 days, as originally 
prescribed. 

Finance No. 7645, application of Baltimore & Ohio for au- 
thority to acquire control of Buffalo, Rochester & Pittsburgh 
by stock purchase. Rochester Chamber of Commerce of Roch- 
ester, N. Y., permitted to intervene. 

Finance No. 7063, acquisition of control by Wabash, and 
Finance No. 7129, acquisition of control by New York Central 
et al. Petitions of Nickel Plate and Pennsylvania for reargu- 
ment denied. 

No. 20172, Kentucky Mine Supply Co. et al. vs. Southern 
et al. Petition of Southern for reconsideration of findings and 
order in so far as same refers to misrouting denied. 

No. 16921, Tulsa Traffic Association et al. vs. Santa Fe 
et al. Petition filed on behalf of defendants to vacate and/or 
postpone the portion of the order wherein the rates on rig irons 
are found unreasonable to extent that they exceed 85 per cent 
of contemporaneous rates on oil well supplies denied, 
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No. 20502, Miner Lumber Co. vs. Pennsylvania et al. Pro- 
ceeding reopened for further hearing under shortened pro- 
cedure in relation to rule 77. 

No. 22202 (and Sub. 1), Savannah Traffic Bureau, Inc., vs. 
Merchants & Miners Transportation Co. et al. Philadelphia 
Chamber of Commerce permitted to intervene. 

No. 18820, Chase & Co. vs. Atlantic Coast Line et al. 
plainant’s petition for oral argument denied. 

No. 17095 (and Sub. 1), Wm. F. Allen & Co. et al. vs. Atlan- 
tic Coast Line et al., and No. 18295, George Allison & Co. et al. 
vs. Atlantic Coast Line et al. Complainants’ petition for re- 
argument and for reconsideration on record as made denied. 

No. 19406, Liberty Glass Co. et al. vs. Milwaukee et al., and 
No. 20595, Max Levy & Co. vs. Burlington et al. Defendants’ 
petition for reconsideration denied. 

No. 21694, S. J. Peabody Lumber Co. vs. Pennsylvania et al., 
and No. 21925, Same vs. Same. Complainant’s petition for fur- 
ther argument denied. 

No. 20776, Hales & Hunter Co. vs. Chicago & Alton et al. 
Complainant’s petition for rehearing and reargument denied. 

No. 19733, Hylton Flour Mills, Inc., vs. Los Angeles & Salt 
Lake et al. Complainant’s petition for reconsideration and vaca- 
tion of order denied. 

No. 19759, L. E. Holloway & Co. vs. Atlanta, Birmingham 
& Atlantic et al. Complainant’s petition for rehearing denied. 

No. 18863, James S. Bussey, Jr., trustee, vs. Atlantic Coast 
Line et al. Defendants’ petition for reconsideration and modifi- 
cation of order denied. 

No. 20521, Kieckhefer Container Co. vs. Pennsylvania et al. 
Complainant’s petition for reconsideration denied. 

No. 19224 (and Sub. 1), Sperry Flour Co. vs. Rock Island 
et al. Complainants’ petition for rehearing and reconsideration 
and defendants’ petition for rehearing and/or reconsideration 
denied. 

No. 14312, Dawson Produce Co. et al. vs. Alabama & Vicks- 
burg et al.; No. 14436, Harkrider-Keith-Cook Co. et al. vs. Abilene 
& Southern et al. and No. 15338, Gugenheim-Goldsmith Co. 
et al. vs. Galveston, Harrisburg & San Antonio et al. Proceed- 
ings reopened for reconsideration solely in respect of rates to 
destinations in Texas, and petitions of West Side defendants 
for reconsideration and consolidation, and complainants’ petition 
in 15338 for reopening, reconsideration and consolidation, denied 
in all other respects. 

No. 18572, Ames Shovel & Tool Co. vs. New Haven et al. 
Defendants’ second petition for reopening and rehearing denied. 

No. 19909, S. J. Peabody Lumber Co. vs. Nickel Plate et al. 
Complainant’s petition for further argument denied. 


No. 21504, Midwest Fruit Co. vs. International-Great North- 
ern et al. Complainant’s petition for reconsideration and modi- 
fication of findings and order denied. 


No. 20939, Hyman-Michaels Co. vs. Seaboard Air Line et al. 
Complainant’s petition for reconsideration and/or oral argument 
denied. 

No. 20395, Pacific Cottonseed Products Corp. et al. vs. Inter- 
California et al. Complainants’ and interveners’ petition for 
rehearing, reconsideration and/or modification of order denied. 

No. 17400, Appalachian Power Co. et al. vs. Norfolk & West- 
ern. Complanants’ petition for reopening of this proceeding in 
so far as it deals with question of reasonableness of rates to 
Bluefield, Va., and Bluefield, W. Va., and for reconsideration on 
record as made, denied. 


No. 20487 (and Sub. 1), Menominee Chamber of Commerce 
on behalf of Northern Hardware & Supply Co. Intervener’s, 
Duluth Chamber of Commerce, petition for stay of order and 
for reargument denied. 

No. 20160, Harry Schimmel et al. vs. Mallory Steamship 
Co. et al. Complainants’ petition for reconsideration on record 
as made denied. 

No. 19977, R. E. Funsten Co. et al. vs. Santa Fe et al., and 
No. 21641, Hoffman Brothers Co. et al. vs. Santa Fe et al. Com- 
plainants’ petition for reargument and review denied. 

No. 18739, Butler Bros. et al. vs. Aberdeen & Rockfish et al., 
and No. 19953, A. B. Frank & Co. et al. vs. Aberdeen & Rockfish 
et al. Complainants’ petition in No. 18739, for reconsideration 
on record as made and for oral argument and petition of com- 
plainants in No. 19953 for further consideration on record as 
made in that case denied. 

No. 20810, Cone Bros. Construction Co. vs. Southern et al. 
Complainant’s petition for reconsideration denied. 

Finance No. 7539, application of Northern Pacific and 
Oregon-Washington Railroad & Navigation Co. for certificate to 
construct a branch line of railroad from Aloha, Grays Harbor 
county, to a point on the south bank of the Hoh River in Jeffer- 
son county, Wash., etc. Oliver S. Morris permitted to inter- 
vene. 

Finance No. 7512, application of Southern Pacific for cer- 
tificate to abandon a portion of its Mill City branch in Linn 


Com- 
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county, Ore. Albany Chamber of Commerce, Albany, Ore., per. 
mitted to intervene. 

Finance No. 7518, application of Clinton-Oklahoma-Wester) 
of Texas for certificate to construct a branch line of railroad jp 
Gray county, Tex. Amarillo Chamber of Commerce permitteg 
to intervene. 

Finance No. 7610, application of Port Angeles Western for 
certificate to construct a line of railroad between Forks ang 
Spruce, Wash. Northern Pacific and Oregon-Washington Rai). 
road & Navigation Co. permitted to intervene. 

Finance No. 7439, application of Great Northern for cer. 
tificate to construct an extension of its line of railroad ip 
Klamath county, Ore., and in Siskiyou and Modoc counties, 
Cal., and Finance No. 7440, application of Western Pacific for 
certificate to construct a line of railroad from Paxton or Keedie 
in Plumas county, to Lookout, in Modoc county, Cal. Spokane 
Merchants’ Association permitted to intervene. 

Finance No. 7624, application of Rock Island for authority 
to acquire control of Beaver, Meade & Englewood by stock 
purchase. Chamber of Commerce of Wichita Falls, Tex., per. 
mitted to intervene. 

Finance No. 7680, application of Missouri-Kansas-Texas for 
authority to acquire control of Beaver, Meade & Englewood by 
stock purchase. Rock Island permitted to intervene. 

No. 22362, Evansville Chamber of Commerce et al. vs. At- 
lanta, Birmingham & Coast et al. Fall River Chamber of Com. 
merce permitted to intervene. 

No. 19135 (and Sub. 1), S. J. Peabody Lumber Co. vs. Penn. 
sylvania et al. Proceedings reopened for reconsideration on 
record as made, and order entered in these proceedings on 
April 1, 1929, as subsequently modified, has been vacated and 
set aside. 

No. 14898, Memphis Freight Bureau et al. vs. Alabama 
Great Southern et al. Petition of Southern, and affiliated lines, 
dated June 27, 1929, for vacation of orders entered therein, 
and consolidation of this proceeding with investigation of rates 
on furniture, No. 17000, part 5, denied. ‘ 

No. 19682, Vacuum Oil Co. vs. Pennsylvania et al. Com- 
plainant’s petition for reopening for reconsideration and rear. 
gument denied. 

No. 20479, American Glude Co. et al. vs. Pennsylvania et al. 
Complainants’ petition for reconsideration on record as made 
denied. 

No. 17617, Keystone Glue Co. et al. vs. Southern et al., and 
portions of fourth section application Nos. 703, et al. Petition 
filed on behalf of Southern Railway system’s lines for rehear- 
ing, denied. 

No. 19734, Sinclair Refining Co. vs. Ft. Worth & Rio Grande 
et al. Proceeding reopened for further hearing at such time 
and place as Commission may hereafter direct. 

No. 14781 (and Sub. 1 to 3, incl.), Oklahoma Traffic Associa- 
tion et al. vs. Alabama Great Southern et al. Defendants’ peti- 
tion for modification of order entered herein on July 9, 1926, 
denied. 

No. 17817, Sub. 1, Illinois Silica Sand Traffic Bureau vs. 
Santa Fe et al. and cases grouped therewith. Defendants’ peti- 
tion for postponement of effective dates of orders, for vacation 
of orders and for further hearing and reargument denied. 

Finance No. 7547, application of Chicago, Rock Island & 
Gulf for certificate to construct a line of railroad from Shamrock 
to Quanah, Texas, etc. Amarillo Chamber of Commerce per 
mitted to intervene. 

Finance No. 7556, application of St. Louis, San Francisco é 
Texas for certificate to acquire trackage rights over railroad pro 
posed to be constructed by Chicago, Rock Island & Gulf from 
Quanah, in Hardeman county, to a point in Wilbarger county, 
Texas. Fort Worth Freight Bureau and Fort Worth Asso 
ciation of Commerce permitted to intervene. 

No. 22108, Western Maryland vs. Pennsylvania. Huntington 
& Broad Top Mountain Railroad & Coal Co. permitted to inter 
vene. 

No. 22317, Illinois Clay Products Co. vs. Elgin, Joliet & 
Eastern et al. Ohio-Kentucky Associated Industries; Aetna Fire 
Brick Co., Cambria Clay Products Co., Davis Fire Brick (0. 
Ironton Fire Brick Co., Kentucky Fire Brick Co., Louisville Fire 
Brick Works, Oak Hill Fire Brick & Coal Co., Portsmouth Re 
fractories Co., The Pyro Clay Products Co., and Chas. Taylor 
Sons Co. permitted to intervene. 

No. 17272 (and Subs. 1 and 2), Procter & Gamble Co. ¥5. 
Baltimore & Ohio et al., and No. 17338, Charles Boldt Glass Co. 
vs. Baltimore & Ohio et al. Proceedings reopened for consid 
eration by whole Commission, on issue of reparation. 

No. 17822, River Raisin Paper Co. vs. Burlington et al., and 
No. 16250, Indiana State Chamber of Commerce vs. Baltimore & 
Ohio et al. Proceedings reopened for reargument of questidl 
of reparation to Evansville consumers. 

No. 22206, Sub. 53, Oliver Farm Equipment Co. vs. Santa 
Fe et al. Shell Petroleum Corp permitted to intervene. 

Finance No. 7623, application of Fort Worth & Denver North 
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ern for certificate to construct a line of railroad from Childress 
to Pampa, Texas. Fort Worth Freight Bureau and Fort Worth 
issociation of Commerce permitted to intervene. 

~ No, 18066 (and Sub. 1), Little Rock Chamber of Commerce 
et al. vs. Alabama Great Southern et al. Louisiana Farm 
pureau Federation, intervenor, petition to reopen above-entitled 
cases for certain purposes, denied. 

No. 17713, Edward Nordman, Commissioner of Markets of 
State of Wisconsin, vs. Aberdeen & Rockfish et al. and No. 
18281, Ridenour-Baker Grocery Co. et al. vs. Santa Fe et al. The 
order entered herein on April 23, 1929, effective on July 15, 1929, 
and modified to become effective on August 15, 1929, has been 
further modified to become effective on September 15, 1929. 

No. 21665, North Carolina Corporation Commission vs. 
Akron, Canton & Youngstown et al. Philadelphia Chamber of 
Commerce permitted to intervene. 

No. 19808, Lone Star Gas Co. vs. Santa Fe et al., No. 20378 
(and Subs. 1 and 2), Skelly Oil Co. vs. Same, and No. 20397, 
Phillips Petroleum Co. vs. Same. Complainants’ petition for re- 
opening, oral argument and reconsideration denied. 

No. 17181, I. L. Pressburg vs. Gulf, Colorado & Santa Fe 
et al. Petition of complainant for reconsideration denied. 

No. 12578, Iola Cement Mills Traffic Assn. et al. vs. Director- 
General, as agent, Santa Fe et al. Complainant’s petition for 
reconsideration and/or reargument, and Director-General’s 
motion to dismiss complaint for lack of prosecution denied. 

Finance No. 6901, construction of line of railroad by Atlan- 
tic & Northwestern. Time prescribed in said certificate and 
order, as extended, within which the Atlantic & Northwestern 
shall commence and complete construction of line of railroad 
therein authorized, has been extended to November 1, 1929, and 
October 31, 1930, respectively. 

No. 17272 (and Subs. 1 and 2), Procter & Gamble Co. vs. 
Baltimore & Ohio et al., and No. 17338, Charles Boldt Glass Co. 
vs. Baltimore & Ohio et al. Defendants’ petition for postpone- 
ment of effective date of order, for modification of order, for 
vacation of order, and for further hearing denied. 


Finance No. 7662, joint application of Culpeper Telephone 
Co. and Chesapeake & Potomac Telephone Co. of Virginia for 
certificate authorizing latter to purchase telephone properties 
of former. Piedmont Telephone Co. permitted to intervene. 

Finance No. 7518, application of Clinton-Oklahoma-Western 
of Texas for certificate to consfruct a branch line of railroad in 
Gray county, Texas. Wichita Chamber of Commerce and Wichita 
Union Stock Yards Co. permitted to intervene. 


Finance No. 7624, application of Rock Island for authority 
to acquire control of Beaver, Meade & Englewood by stock pur- 
chase. Chamber of Commerce of Woodward, Okla., permitted 
to intervene. 


EQUI-DISTANCE RULE CASES 


The Commission has prepared the way for a further con- 
sideration of the equi-distance part of the fourth section by 
reopening Fourth Section Application No. 12725, Commodity 
Rates on Lumber and Other Forest Products, 151 I. C. C. 763, 
and Fourth Section Application No. 13005, Class Rates from 
and to points on the Elgin, Joliet & Eastern. 

In the first mentioned case the Commission made applica- 
tion of the equi-distance part of the fourth section in respect 
of lumber from the Pacific northwest to the east. In the Elgin, 
Joliet & Eastern application, fourth section order No. 9737 
was corrected so as to make it a condition to be observed 
that the rates established conformed with the part of the fourth 
section under consideration. 

The carriers and many shippers are not satisfied with the 
application made by the Commission of that part of the fourth 
section. In various petitions they have called attention to things 
that to them are unsatisfactory with a view to having them 
changed. The reopened applications will be set down, in the 
first mentioned case for reargument, and in the second for 
further hearing. 

_ The effective date of fourth section order No. 10015, issued 
M connection with the lumber case, now set for August 15, has 
been postponed until the further order of the Commission. 


SAND TARIFF WITHDRAWN 


The publishing carriers wish to withdraw the suspended 
Schedules involved in I. and S. 3318, sand from points in Illinois 
to Owen Sound, Ont., according to the statement of Irving L. 
Artez at the hearing at Chicago, before Examiner Crowley, July 

The suspended tariff proposed to increase the existing rate 
of $5.04 a ton on silica sand from Ottawa and other Illinois 
points to Owen Sound to $5.40. 

B R. E. Riley, who represented the Illinois Silica Sand Traffic 
ureau, concurred in the request for withdrawal. 
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EASTERN CLASS RATES 


The Trafic World Washington Bureas 


In the argument, this week, in No. 15879, eastern class rates, 
R. W. Barrett, for the railroads, generally, contended that adop- 
tion of the uniform class rate scale proposed by Attorney-Exam- 
iner Howard Hosmer, would not result in giving the trunk lines 
additional revenues, when 1923, the first year after serious 
changes from the 1920 rate level showed their effects, was con- 
sidered in contrast with the revenue results of 1927. In the 
first mentioned year, he said, the ton-mile revenue was 10.53 
mills and in 1927, 10.17 mills. On the 1925 revenue test, made 
in this case, the showing was an increase of 10.45 per cent, or 
about $40,000,000, Mr. Barrett said. Some shippers have cal- 
culated the result at practically $50,000,000 on the basis of the 
1925 movement of traffic. 

Broadly speaking, Mr. Barrett approved the work of Mr. 
Hosmer. The examiner, he said, had taken 32 different pro- 
posals and worked out a scale which would at least bring about 
uniformity, even if it did result in the abolition of port differen- 
tials. Mr. Barrett said that the natural course, after every 
increase in rates, such as was made in 1920, was to cut rates. 

Hosmer’s proposal, he said, was a definite breaking with the 
past, elimination of the percentage groups west of the Buffalo- 
Pittsburgh line, abolition of the port differentials and the use of 
a single scale throughout the territory. With Hosmer’s basic 
idea, Mr. Barrett said, the railroads had no quarrel, although he 
indicated a belief that carrier competition would probably result 
in some restoration of the port differential system, especially if, 
as suspected, elimination of the port differentials resulted in 
the loss of traffic by a given railroad or port. The Hosmer scale 
makes the first class rate between New York and Chicago, 156 
cents, and between New York and St. Louis, 175.5 cents. The 
carriers in their No. 1 scale had proposed 161 and 188 cents. 


Elmer L. Beach, formerly a member of the Commission’s 
examiner staff, discussed the fourth section in relation to this 
case. He made that generally dry part of the subject inter- 
esting by pointing out that the fourth section was only one part 
of the law and that it had to be administered in the light of 
other parts of the statute and not as if it were standing by 
itself. His proposition was that if the railroads complied with 
other parts of the interstate commerce act but presented a 
situation that necessarily arose from the application of the 
other parts of the law, they presented a special case within 
the meaning of the fourth section. He treated the fourth sec- 
tion as intending to apply the principles of the second and third 
sections to prevent discriminations and prejudices against lo- 
calities. 

One of the troubles he said the railroads would encounter 
in trunk line territory would arise from the application of the 
rate-making formula that had been used in making other class 
rates; that is, over the shortest route over which traffic could 
be handled without the transfer of lading. He said he was not 
attacking that formula, but merely desired to point out that 
in many instances the rate-making route would travel in one 
direction, while the actual route of movement, under the provi- 
sions of section 15 (4), assuring a railroad its long haul, would 
be in the opposite direction. He illustrated by taking a ship- 
ment moving from Mann’s Choice, Pa., to Bowie, Md., both on 
the rails of the Pennsylvania Railroad. The rate, he said, would 
be made over the Pennsylvania to Cumberland, Md., thence 
via the Baltimore & Ohio to Washington, D. C., and then back 
again to the Pennsylvania to Bowie. Traffic, however, he said, 
under the law, could not be taken from the Pennsylvania, inas- 
much as its route would not be unduly circuitous. But, he 
pointed out, the application of the proposed scale would produce 
higher rates between Mt. Union and Mt. Dallas, Pa. As to 
those points, he said, the prescription of rates in accordance 
with the scale, would result in disregard for the fourth section, 
relief from which, he thought, the Commission was bound to 
give. He illustrated what he was saying by passing to the 
commissioners outline maps showing the actual routes of move- 
ment of the traffic and the routes, not open to the public be- 
cause of the inhibitions of section 15 (4), over which rates 
would have to be calculated. 


Earle C. Calhoun, for the New York Central, emphatically 
opposed the abolition of the port differential adjustment. The 
proposed scale, he said, would give the ports now differentially 
under New York a greater advantage than they now had. 

James Garfield, for the New England carriers, asked for a 
level in New England 10 per cent higher than the general scale 
and a continuance of rates to C. F. A. territory on the present 
basis instead of a strict mileage basis, as necessary to enable 
New England manufacturers to continue in business west of the 
Hudson. 

John S. Burchmore, in behalf of the Cincinnati, O., Chamber 
of Commerce, protested against the proposed destruction of the 
present group system of making rates between C. F. A. and 
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the territories east of the Buffalo-Pittsburgh line. He asserted 
that there was no power in the Commission to condemn a plan 
of formulating rates and require the substitution of a new plan 
in the absence of proof justifying definite findings that existing 
rates were generally excessive, unduly prejudicial, unjustly 
discriminatory or otherwise unlawful. He said the present rec- 
ord did not justify such findings. 

Mason Manghum, for trunk line, New England and Virginia 
shippers, advocated the use of the 30-class scale prepared by 
T. D. Geoghegan in behalf of the interests represented by him 
and opposed the strict application of the mileage scale from 
New England to Virginia. He said that long continuance of 
a group system, in which distances were ignored to a certain 
extent, was the system under which the country was built up 
and that destruction of a community in the interest of a mile- 
for-mile uniformity, to his mind, was not one of the objects of 
the law. The 23-class scale proposed by the examiner, he said, 
was a step in the right direction, but not long enough. 

E. A. Lucas, for the Pennsylvania, gave particular attention 
to the Philadelphia and Long Island groupings, while Mr. Boyn- 
ton dealt with rates on the Rutland and Washington branches 
of the Delaware & Hudson, and Lynch D. Younger to the in- 
terests of the Norfolk & Western in this case. John C. Bills 
presented the views of the Michigan lines, the situations pre- 
sented by each of the men mentioned in this paragraph, in 
the opinion of the speakers requiring special treatment. 

Rail-lake rates and differentials were discussed by G. B. 
Wright on behalf of the Detroit & Cleveland and the Cleveland 
& Buffalo lake lines, which, hé said, were separate and distinct 
corporations, but had presented their testimony jointly because 
their interests were the same. He pointed out inconsistencies 
in the adjustment that would result from the adoption of the 
Hosmer report. 

F. W. Sullivan, for the Great Lakes Transit Corporation, 
said that the proposal made by the examiner would result in 
a decrease in the revenues of that corporation of $48,000 a year 
and increase its deficit to that extent. 

V. G. Hart, on behalf of the attorney-general of New York, 
said that the increases proposed by the Hosmer report were 
unwarranted and were not contemplated by the public when this 
case was started. The attorney-general, Mr. Hart said, did 
not intervene in this case until in January because he did not 
take office until then. Commissioner Woodlock said he was 
interested in finding out, how, if the attorney-general had not 
read the record, as Mr. Hart said he had not, he had come to 
the conclusion that the rates proposed were excessive. Mr. 
Hart said that he had come to that conclusion after examining 
the traffic test and consulting with Wilbur LaRoe, Jr., and others. 

W. H. Chandler handled the terminal proposals in behalf 
of New York port interests, protesting against the proposition 
that constructive mileage should be added to the actual dis- 
tances in calculating rates to New York City. 


“If you’re going to establish the English way of making 
rates,” said Mr. Chandler, “do it after you have made a thorough 
investigation. Do not penalize New York on account of her 
terminal situation without having made a thorough investigation 
of the terminal situation in Pittsburgh, Chicago and other cities. 
Penalizing New York on account of her size and development 
is what is being proposed here. Switching in New York is be- 
ing done on the waterways provided by the national government 
and not on land for which the users have to pay so much per 
square foot. You are proposing to add constructive mileage 
for hauls on water, which is exactly the reverse of what you 
have done in other cases. For a seven-mile water haul you are 
proposing to add 30 constructive miles to the Harlem distance 
on traffic from New England. 


“Putting the rates on a mileage basis is going to increase 
the advantages of big combinations of manufacturers with fac- 
tories located at strategic points and increase the disadvantages 
of companies having only one plant. These proposals are not 
fair to shippers and if you do not allow grouping, you are going 
to have an awful mess. 


Parker McCollester, for the New York State Chamber of 
Commerce, advocated continuance of the present New York 
harbor group. In answer to questions he said that when he 
spoke of the harbor group he meant the Jersey shore and the 
industrialized parts of Long Island and Staten Island. 

The Hosmer scale was characterized by Wilbur LaRoe, Jr., 
speaking particularly for the Associated Industries of New York, 
the Buffalo Chamber of Commerce, Watertown Chamber of 
Commerce, and the Chlorine Gas Institute, as a reversal of the 
idea which shippers had when they assented to the inaugura- 
tion of this case. Their idea, created by the utterances of Com- 
missioner Eastman and R. N. Collyer, one of the chief witnesses 
for the railroads, Mr. LaRoe said, was that the case was to be 
one for bringing rates in trunk line territory into harmony 
with the Disque scale in central territory and the modified 
Disque scale in New England and not one to increase the reve- 
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nue of the carriers. He ridiculed the contention of Mr. Barret 
that Mr. Hosmer had devised a scale that was a golden mean 
between the rates of the New York Central and the higher ones 
of the Pennsylvania. To show how the Hosmer scale would look 
in comparison with the level of rates on the two trunk lines 
mentioned, he exhibited a graph prepared after Mr. Barrett hag 
spoken which showed the Hosmer scale as being above the 
Pennsylvania scale at all except one point. 

Instead of bringing the railroads an increase in revenye 
of $40,000,000, Mr. LaRoe said the figures of the railroads them. 
selves showed that it would bring an increase of more than $49. 
500,000, adding that the estimates made by C. E. Bell showed 
the Hosmer scale would add about $60,000,000 a year to the 
revenue of carriers Mr. LaRoe asserted did not need any more 
revenue. Of that sum, he said, the New York Central would 
receive $20,000,000. 

“The New York Central does not need a cent of additiona] 
revenue,” asserted Mr. LaRoe, who suggested that that was 
shown by the fact that the day before its stock was quoted at 
232, while at the beginning of the case it was about 91. 

Mr. LaRoe charged that the Hosmer scale was related to 
the K-2 scale in southern territory, although he said that the 
number of classes was not the same and the classifications 
were so different that the K-2 scale, in use in the south, and the 
one proposed by Hosmer could not be counted even second 
cousins. 

So as to afford a contrast with the figures presented by 
Mr. Barrett representing the condition of the carriers in 1927 
and 1923, Mr. LaRoe asserted that in 1928 the trunk line rail. 
roads had a net operating revenue $205,000,000 greater than in 
1924 when this case was begun. The only change that had 
taken place, he said, was that this case had been changed from 
a non-revenue to a revenue case. 

Fayette B. Dow, for the Rochester, N. Y., Chamber of Con- 
merce, protested against the increases he said would fali upon 
the manufactured products of that city, which, he said, moved 
in volume on the first four classes. He said that the proposal 
would increase rates from Rochester to Baltimore from 20 to 
50 per cent, as against the proposal of the carriers to increase 
them from 2 to 37 per cent; to Boston from 12 to 39 per cent, 
while the carriers proposed only from 1 to 28 per cent. 

“As a filler of the valleys,” said Mr. Dow, using language 
that Mr. Barrett had employed, “the examiner is a complete 
success. But as a leveler of hills there is something lacking 
in him.” 

Answering Commissioner Meyer, Mr. Dow said that filling 
valleys without cutting down hills was impossible, but not in 
a rate sense. 


A conviction that the Commission, for many years past, 
had thought too much for the pro-railroad ‘parts of the interstate 
commerce act and too little for the pro-shipper parts of that 
statute, was expressed by W. W. Collin, who argued for the 
chambers of commerce of Pittsburgh, Pa., Wheeling, W. Va. 
and Canton, O. His thought, he said, was that this was a case 
in which the Commission might well give more thought to the 
interest of the shipper in view of the fact, as he indicated, that 
the railroads were not asking for a revenue increase. Such a 
scale as had been proposed, he thought, would alienate state 
commissions and shippers, two elements which he suggested 
had been firm supporters of the Commission. 


Fruits and vegetables, B. A. Pyrke, for the New York De 
partment of Farms and Markets, said, were entitled, under the 
Hoch-Smith resolution, to low rates because of the depression 
prevailing in those industries. He expressed the belief that the 
Commission should find that there was a depression. 

George P. Wilson, for Philadelphia commercial traffic mal- 
agers, urged the Commission to relate Philadelphia, in the mak 
ing of rates, on a percentage basis, to New York. He said he 
was not talking abovt export and import rates involving port 
relationships, but about domestic traffic. Philadelphia man 
facturers, he said, desired to compete with New York manufac 
turers, and for that reason, he said, they should be given the 
benefit of their location. John S. Burchmore spoke for norther 
New Jersey cities; C. W. Nash, for Albany, N. Y., interests; 
H. E. Ketner, for the corporation commission of Virginia; J. E. 
Roggenbuck, for John F. Jelke Company, and W. E. Rosenbaum, 
for the Endicott-Johnson Corporation. Mr. Roggenbuck said 
that adoption of the examiner’s proposal would result in making 
higher rates on oleomargarine than on butter. Mr. Rosenbaull 
said that his client did not take part in the case because every 
thing that was said about the case was to the effect that lt 
was not a revenue case. Now, he said, it objected because the 
Hosmer proposal would raise the level of the class rates t 
that created by Ex Parte 74 in 1920 or above it. : 

R. L. Tuttle, for the Grand Rapids Furniture Manufacturers 
Ascociation, told about the embarrassment of the furniture 
makers on account of their being in both this and in the Hoeb- 
Smith furniture case, both going on at the same time and 


July 20. 
— 


involvin 
of 
order Tr 
the rate 
for dist 
5. 


the thir 
rates ak 
fine WO! 
namely, 
latter, 1 
W. 


had no 
distance 
Englan¢ 
so that 
he said, 
culated 
said tha 
B basis, 
partly i 
irregula 
other Z 
rated te 
The 
Comme! 
proposal 
Cleaves, 
carriers 
Massacl 
Associat 
and F. 
Associat 
Mr. 
spoken » 
other Ww 
had bee: 
scale, W 
that sca 
land Zo! 
posing < 
a reduct 
cause al 
and 20.3 
class 4( 
Such ch 
riers to 
Con 
how it ¢ 
tally aci 
their ov 


FT d 
mission 

Mr. 
16 per | 
and 15 

Oth 
Brown ( 
Commer 
Compan 
Mo., an 
Luther | 
latter f 
Herman 
luth Che 
cities; F 
tland Cl 
Lake M 


Mr. 
from the 
which t] 

Mr. 
Missouri 
he inter 
Mr. Chil 
sion cou 
the scal 
Official t 
Particul: 
the Com 
rate cas 
facts ab 
sioner } 
to be dc 

The 
Childe t 
one coul 
Service 





LIV, No. 3 
— AEE 


Mr. Barrett 
‘iden mean 
1igher ones 
would look 
trunk lines 
3arrett had 
above the 


in revenue 
oads them. 
> than $49. 
ell showed 
ear to the 
| any more 
tral would 


additional 
, that was 
; quoted at 
91. 


related to 
d that the 
ssifications 
th, and the 
fen second 


esented by 
rs in 1997 
k line rail. 
er than in 
» that had 
inged from 


er of Com- 
1 fali upon 
aid, moved 
ie proposal 
from 20 to 
to increase 
9 per cent, 
ent. 

x language 
2 complete 
ng lacking 


that filling 
but not in 


years past, 
» interstate 
‘tts of that 
ed for the 
g, W. Va, 
was a Case 
ight to the 
cated, that 
e. Such a 
nate state 
suggested 


r York De 
under the 
depression 
ef that the 


raffic mal- 
n the mak- 
Te said he 
ylving port 
hia manu 
k manufac 
given the 
yr norther 
interests; 
inia; J. B 
osenbaunl, 
‘buck said 
in making 
Rosenbaul 
4use every: 
ect that it 
ecause the 
s rates to 


ufacturers 
» furniture 
the Hoch 
2 and 





July 20, 1929 


involving the level of the rates applicable on a considerable 
part of their traffic. He asked the Commission to make its 
order respecting the calculation of distances for the making of 
the rates sO rigid as to give the Michigan lines no such ground 
for distance inflations as they had exercised in the past. 

E. E. Williamson, for the Newport (Ky.) Rolling Mill, for 
the third time, showed an exhibit locating the proposed Hosmer 
rates above the highest in existence. He said Hosmer had done 
fine work and that he disagreed with him in only two respects, 
namely, the level of his scale and the rate of progression. The 
latter, he said, was illogical and indefensible. 

W. H. Day, for the Boston Chamber of Commerce, said he 
had no disagreement with the proposed formula for calculating 
distances for the application of the rates. But he said New 
England desired a rule requiring the distances to be calculated 
so that Zone A rates would apply between Zone A points. That, 
he said, should be done by requiring the distances to be cal- 
culated over the shortest routes within Zone A territory. He 
said that at present there were about 10,000 rates on the Zone 
B basis, between Zone A points because the shortest routes lay 
partly in Zone B territory, the line between the zones being 
irregular, so that traffic passing from one Zone A point to an- 
other Zone A point could be and was rated through the higher 
rated territory. : 

The argument made by Mr. Day for the Boston Chamber of 
Commerce served, in a way, for a discussion of what the Hosmer 
proposal would do to New England. He was followed by B. F. 
Cleaves, for Maine interests; James Garfield, for New England 
carriers; Francis J. Dowd, for the Associated Industries of 
Massachusetts; J. J. Hickey, the Connecticut Manufacturers’ 
Association; A. H. Ferguson, New Bedford Board of Commerce, 
and F. M. Ives, New England Paper and Pulp Manufacturers’ 
Association. 

Mr. Dowd pointed out that while the Hosmer report had been 
spoken of as bringing relief to New England, the fact was the 
other way about. He said that the New England zone A scale 
had been spoken of as being 110 per cent of the C. F. A. zone A 
scale, when, as a matter of fact, it was only 103 per cent of 
that scale. The Hosmer scale would make rates in New Eng- 
land zone A 105 per cent of the rates proposed, thereby pro- 
posing an increase in the local New England rates instead of 
areduction. The latest proposals of the carriers, he said, would 
cause an increase of 10.84 per cent in the interterritorial rates 
and 20.3 cents in the local, if the carrier proposal to make fifth 
class 40 instead of 35 per cent of fifth class were apprvoed. 
Such changes, he said, would mean loss of business to the car- 
riers to the trucks and loss of business to the manufacturers. 

Commissioner Woodlock wondered, by way of a question, 
how it came that New England railroaders, surrounded by men- 
tally acute people in New England, came to be so dense about 
their own interests. 


“I do not attempt to explain it, but I am asking this Com- 
mission to save them from their own folly,” said Mr. Dowd. 

Mr. Hickey said the proposals would mean an increase of 
16 per cent in rates from Connecticut to trunk line territory 
and 15 per cent to C. F. A. territory. 


Others who spoke on July 17 were Willis Crane, for the 
Brown Company; C. R. Seal, for the Baltimore Association of 
Commerce; C. C. Ferguson, for the West Virginia Pulp & Paper 
Company; L. B. Boswell and W. A. Weeks, for the Hannibal, 
Mo., and Quincy, IIl., interests jointly; J. H. Henderson and 
Luther M. Walter, for the upper Missouri River cities, and the 
latter for the National Automobile Chamber of Commerce; 
Herman Mueller, for the Twin Cities; F. S. Keiser, for the Du- 
luth Chamber of Commerce; C. E. Childe, for the Missouri River 
cities; Ross D. Rynder, for Swift & Co.; A. H. Brown, the Cleve- 
tland Chamber of Commerce, and C. R. Hillyer, for west-bank 
Lake Michigan ports. 


Mr. Mueller protested against the exclusion of rates to and 
from the Twin Cities from this case when the foundations upon 
which they were built were being changed. 

Mr. Childe undertook to confine himself to the interests of 
Missouri River cities, but was taken beyond the scope of what 
he intended to say by questions from Commissioner Eastman. 
Mr. Childe suggested, in his main argument, that the Commis- 
sion could not do a good bit of work without trying to relate 
the scale under consideration to scales in the subdivisions in 
official territory and the territories surrounding official territory, 
particularly western trunk line territory. He suggested that 
the Commission look into the record made in the western class 
rate case (proposed report in which will soon be issued) for 
facts about the cost of performing class rate service. Commis- 
sioner Meyer suggested that the lawyers would not permit that 
to be done. 

Then Commissioner Eastman wanted to know what Mr. 
Childe thought of the proposed scale. Mr. Childe said that no 
One could make a proper scale without knowing the cost of the 
Service and that there were not cost studies in this record. 
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He criticized it as being too high in some places, too low in 
others and humped in the middle, the too low rates being for 
the longer distances, and for less-than-carload traffic. 

Closing arguments were made by C. E. Bell, for the Tan- 
ners’ National Council et al.; H. H. Smith, Michigan Manufca- 
turers’ Association; L. G. Macomber, Detroit Board of Com- 
merce; C. B. Tefft, Toledo Chamber of Commerce; C. E. Hoch- 
stedtler, Chicago Association of Commerce, Illinois Manufactur- 
ers’ Association, Indiana State Chamber of Commerce and others, 
the time allotted to Mr. Coapstick having been added to that 
allotted to other organizations; M. B. Holifield, state of Ken- 
tucky; E. J. McVann, Monongahela Valley Association; A. F. 
Vandergrift, Louisville Chamber of Commerce; J. F. Dougherty, 
Michigan Paper Mills Traffic Association, and E. S. Ballard, 
Rubber Association of America. 

The Commission gave Mr. Bell an extension of time on ac- 
count of its interest in studies made by him as to what would 
happen if the scales proposed by the carriers and Attorney- 
Examiner Hosmer were changed. Mr. Bell insisted that the 
Hosmer proposal would add $60,000,000 to the revenues of the 
carriers. He said the primary aim of the Commission to bring 
about uniformity and at the same time preserve the revenues 
of the carriers could be achieved by the use of the Hosmer 
scale changed so as to make fifth class 37 instead of 35 per 
cent of first class on a first class rate of 136 cents between 
New York and Chicago and that the use of a first class rate of 
150 cents between those points, with the modified fifth class 
rate would give the carriers an increase of $8,000,000 in their 
revenues. 

Mr. Smith said it was inconceivable that the Commission 
would permit the indicated increases in revenues to the Michigan 
Central and the Pere Marquette at a time when the railroads 
in the eastern district were so highly prosperous that financial 
newspapers were saying their condition was better than it had 
been for twenty years and their stock was soaring to new high 


prices. 
Time for argument was allotted to the following: 


July 15—R. W. Barrett, E. L. Beach, James Garfield, E. A. Lucas, 
M. B. Pierce, John C. Bills, and Earle C. Calhoun, rail carriers. 

July 16—Henry Thurtell, rail respondents; H. H. Powers, Central 
Vermont Ry. Co.;: F. W. Sullivan, Great Lakes Transit Corp.; G. B. 
Wright, Lake Erie steamer lines; Mason Manghum, Trunk Line and 
New England Shippers’ Committee: V. G. Hart, Attorney General of 
New York; Wilbur LaRoe, Jr., Associated Industries of New York, 
Buffalo, N. Y., Chamber of Commerce, Watertown, N. Y., Chamber 
of Commerce, Chlorine Gas Institute, etc.; Fayette B. Dow, Rochester, 
N. Y., Chamber of Commerce; B. A. Pyrke, N. Y. Department of 
Farms & Markets; C. W. Nash, Albany, N. Y., interests; Wilbur 
LaRoe, Jr., W. H. Chandler, J. F. Finerty, and Parker McCollester, 
for New York City and Port of New York Authority jointly; J. S. 
Burchmore, Northern New Jersey cities; George P. Wilson, Phila- 
delphia, Pa., commercial traffic managers; Harry J. Newton, Central 
Pennsylvania cities; Frank M. Swacker, New Jersey Zinc Co.; H. E. 
Ketner, Virginia Corporation Commission; E. E. Williamson, Newport 
Rolling Mill Co. 

July 17—Charles R. Seal, Baltimore, Md., Association of Commerce; 
Cc. C. Furgason, West Virginia Pulp & Paper Co.; William W. Collin 
Jr., Pittsburgh, Pa., Wheeling, W. Va., and Canton, O., Chambers o 
Commerce; Charles Donley, various interests, Pittsburgh district; W. 
H. Day, Boston, Mass., Chamber of Commerce and New England 
Traffic League; J. H. Cummings, New Hampshire Manufacturers’ 
Association; Benjamin F. Cleaves, Maine Traffic Association; Edgar 
J. Rich, Associated Industries of Massachusetts; J. J. Hickey, Con- 
necticut Manufacturers’ Association; A. H. Ferguson, New Bedford, 
Mass., Board of Commerce; Willis Crane, Brown Commpeaa? F. M. 
Ives, New England Paper & Pulp Traffic Association; C. . Hoch- 
stedler, Chicago, Ill., Association of Commerce, Illinois Manufacturers’ 
Association et al.; L. B. Boswell and W. A. Weeks, Quincy, Ill, and 
Hannibal, Mo., interests jointly; J. H. Henderson, Upper Miss. River 
Cities; Luther M. Walter, Upper Miss. River Cities and National 
Automobile Chamber of Commerce; H. Mueller and F. S. Keiser, St. 
Paul, Minn., Association of Commerce and Duluth, Minn., Chamber 
of Commerce jointly; C. E. Childe, Missouri River cities; and R. D. 
Rynder, Swift & Co. 

July 18—C. E. Bell, Tanners’ National Council and Great A. & P. 
Tea Co.; P. H. Porter, Wisconsin Railroad Commission; C. R. Hillyer, 
West Bank Lake Michigan Cities; L. F. Orr, Kentucky Railroad 
Commission; H. H. Smith, Michigan Manufacturers’ Association; L. 
G@. Macomber, Detroit, Mich., Board of Commerce; R. B. Coapstick, 
Indiana State Chamber of Commerce; C. B. Tefft, Toledo, O., Chamber 
of Commerce; A. H. Brown, Cleveland, O., Chamber of Commerce; 
J. S. Burchmore, Cincinnati, O., Chamber of Commerce; T. H. Bur- 
gess, Youngstown, O., Chamber of Commerce; A. F. Vandegrift, 
Louisville, Ky., Chamber of Commerce; E. J. McVann, Monongahela 
Valley Association; E. S. Ballard, Rubber Association of America; 
W. E. Rosenbaum, Endicott-Johnson Corp.; J. F. Dougherty, Michigan 
Paper Mills Traffic Association; R. L. Tuttle, Grand Rapids Furniture 
Manufacturers’ Association. 


RATES ON GRAIN PRODUCTS 


No testimony was received at the hearing in I. and S. 3319 
and first supplement order, carload minimum weights on grain 
products from, to, and between points in Official Classification 
Territory, set for July 19, at Chicago, before Examiner Crowley. 
W. T. Pierson, of the Erie, said the carriers did not receive 
notice of the suspension until about July 1, and they found 
that, with all due diligence, they would be unable to prepare 
their case properly. Postponement of the hearing had been 
requested and denied, he said. He renewed the request for a 
hearing at a later date, with the statement that, if it was not 
granted, it would be necessary to file a petition asking per- 
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mission to withdraw the tariffs without prejudice to similar 
tariffs in the future. 

W. J. Herman, representing the Jersey Cereal Company, 
Pittsburgh, objected to a postponement. “The respondents 
have had just as much time to prepare their case as the pro- 
testants,” he asserted. The protestants had gone to the ex- 
pense of preparing their case and were present at their own 
expense, he said, and “the proposition offered smacks too much 
of either take it or leave it.” 

W. E. Maloney, of the Buffalo Corn Exchange, supported 
Mr. Herman in his opposition to a later hearing. 

S. H. Benson, of the Chicago Board of Trade, suggested 
that nothing would be gained if the tariffs were withdrawn and 
new tariffs filed, indicating it as his opinion that, as the car- 
riers were not prepared to go ahead with the case, it would be 
best to postpone it. 


RATES ON EGG CASE FILLERS 


Group 2 paper rates, with an applicable minimum of 30,000 
pounds, on straight or mixed carloads of egg case fillers and 
the accessories used in packing eggs for railroad transportation 
were asked by complainants on shipments from Tama, Ia., 
Quincy, Ill., and Coffeyville, Kan., to points in Missouri, Kansas, 
Nebraska, Texas and Oklahoma at the joint hearing at Chicago, 
before Examiner Crowley, July 15, 16 and 17, in docket 21916 
and sub-numbers 1 to 9, the O. A. Smith Agency, Inc., against 
the Arkansas Valley Interurban Railway and others, and docket 
22102 and sub-number 1, Cherry-Burrell Corporation and others 
against the A. T. & S. F. and others. 

No testimony was received in docket 22403, Alton Box Board 
and Paper Company against the A. & E. and others, which had 
been assigned for hearing at the same time. H. C. Sackett, 
representing the complainant in that case, said that at the time 
he received notice of the cancellation of hearing in docket 
22074 and sub-numbers 1 to 3, O. A. Smith Agency, Inc., against 
the C. R. I. & P. and others, he had proceeded on the assump- 
tion that none of the cases were to be heard and was not pre- 
pared. He was joined by the defendants in a request that hear- 
ing in 22403 be indefinitely postponed. 

Sub-numbers 1, 2 and 3 in docket 21916, filed by the Hutch- 
inson Egg Case Filler Company, of Hutchinson, Kan., were 
withdrawn at the hearing. 

The complaints charge that the existing rates are unreason- 
able, unjustly preferential of competitors and unduly discrimi- 
natory. 

J. P. Friel, traffic manager, Quincy North Star Company, 
complainant in sub-numbers 8 and 9 of docket 21916, explained 
that the group 2 paper rates, as set by the Commission in docket 
11950, the Minnesota and Ontario paper case, applied at present 
from Quincy to Texas and Oklahoma, in connection with a mini- 
mum weight of 40,000 pounds. He asked that the applicable 
minimum be reduced to 30,000 pounds. In that connection he 
said that a carload of the egg packing materials weighing that 
much would pack 19% cars of eggs, and it was a hardship on 
many produce houses to be required to store more than that 
amount. As to the rates from Quincy to Kansas and Nebraska, 
he asked that the same basis be applied as now in effect on 
corrugated boxes. The present rates to there do not permit of 
mixing. 

As a general basis for justification of the complaints as to 
reasonableness of the rates, he said conditions surrounding the 
shipment of eggs to the large consuming centers such as Chi- 
cago and New York were changing. A great many of the eggs 
were trucked, he said, which eliminated the cost of refrigera- 
tion, storage and stringent packing requirements. As a result, 
according to him, producers within a radius of several hundred 
miles of the large consuming centers were able to place the 
product at the markets much cheaper than those in Missouri, 
Kansas and Nebraska. In his opinion it was to the advantage, 
as well as the duty, of the carriers to do what they could to 
permit the distant producers to compete. One element in that 
was low freight rates on the shipping containers. 

In response to questions as to what he considered a proper 
basis for the rates, H. F. Sundberg, traffic manager, Cherry-Bur- 
rell Corporation, Tama, said rates that would yield a car-mile reve- 
nue of 25 cents would be high enough. Referring to the Hoch- 
Smith resolution, he said that if rates on egg case fillers were 
too high, it deprived the producers of eggs of profit they were 
entitled to. The rates, he insisted, should be on the “lowest 
reasonable basis.’”’ He also emphasized the fact that fillers were, 
in effect, required by the carriers’ rules covering shipments 
of eggs; that those rules prescribed their weight and other 
characteristics. He gave the value of the average car (about 
30,000 pounds) as $900. 

The carrier representatives countered the requests for re- 
ductions by asking that the full fifth class rates be applied to the 
traffic. 

“I can conceive of no reason why a commodity loading as 
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lightly as do egg case fillers should not pay class rates,” gaig 
Henry Christianson, of the Burlington. He and the other carrie 
witnesses made voluminous comparisons between the Carnings 
on the fillers and other traffic moving both at class and cop. 
modity rates in support of the reasonableness of the class basis 
Commodity rates are generally in effect at present in connectio, 
with a minimum of 40,000 pounds, applying alternatively with th 
class rates at a minimum of 30,000 pounds. 

Pointing to the fact that there had been commodity rate; 
for a long time, and that they were now proposing class Tates, 
Mr. Sundberg asked F. B. Clark, of the Missouri Pacific, wha 
had caused the carriers to change their policy. Mr. Clark replieg 
that “when these complaints began to roll in, first from ope 
direction and then from another, the carriers realized there was 
going to have to be some readjustment to a uniform basis which 
would meet the charges of discrimination. This. commodity cap 
well afford to pay class rates.” 

Charles Frankinberger, of the Union Pacific, cited the fact 
that the rates from Kansas producing points, as shown on ap 
exhibit presented by him, were lower in relation to the first class 
rates than the average of all treated commodities under the 
decision of the Commission in docket 13535, and most of the 
latter were heavy loading commodities, he emphasized. (Car. 
mile earnings under the existing rates were shown as ranging 
from approximately 30 cents to 45 cents. 


SUSPENDED TARIFFS 


In I. and S. No. 3324, the Commission has suspended from 
July 15 until February 15 schedules in supplement No. 6 to 
Illinois Terminal I. C. C. No. 1, and supplements Nos. 14, 15 
and 17 to Boyd’s I. C. C. No. A-1903. The suspended schedules 
propose to increase the rates on paper stock (scrap paper, etc), 
between St. Louis, Mo., and Federal, IIll., also other points taking 
Alton and Wood River rate basis. The following, carload rates, 
in cents per 100 pounds on paper stock, is illustrative: 


_ From St. Louis, Mo., to Federal, Ill., present 5; proposed, via Ili- 
nois Terminal R. R., 6; via all other lines, 12%. 


In I. & S. No. 3325, the Commission has suspended from 
July 16 to February 16 schedules in supplement No. 13 to Agent 
J. E. Johanson’s tariff I. C. C. No. 2056. The suspended schedules 
propose to revise so-called market-privilege rules applicable on 
live stock, carloads, in the southwest. For example, it is pro 
posed to prohibit change of ownership and to eliminate the 
provisions for reshipping to points beyond certain named mar. 
kets, after the markets thereat have been tried. 


HOCH-SMITH S. W. PETROLEUM 


The Commission has reopened No. 17000, part 4-A, south- 
western Hoch-Smith petroleum, upon petition of the Sinclair 
Refining Company, for further hearing, at times and places that 
may hereafter be designated. The Sinclair company asked for 
recpening because the examiner who heard testimony at Tulsa, 
Okla., on May 22, 1927, ruled out testimony offered by H. W. 
Robertson, in behalf of the petitioner. 

Valuation data that had been admitted in the Hoch-Smith 
grain case was the testimony excluded. J. M. Atkinson pre 
pared the data for the Kansas commission. The Sinclair wit 
ness made additions to the data and desired to offer the ampli- 
fied compilation in the petroleum case. The petitioner con 
tended that the data offered came within the scope of the case 
as defined by the Commission and within the limits that had 
been set by the courts for material of that sort. 


SHORT LINE RECAPTURE IDEA 


As the result of a great demand for copies of statements 
prepared by Director Wylie, of the bureau of accounts of the 
Commission, relating to recapture, examinations of Class II and 
Class III railroads, and submitted to the House committee o 
interstate and foreign commerce in connection with considera 
tion of H. R. 8549 and S. 656, last spring, Elton J. Layton, clerk 
of the House committee, has announced that copies are not 
available for distribution. The bills in question are those that 
would exempt short lines from recapture of excess earnings 
under section 15a of the interstate commerce act. 

If and when hearings on the proposed legislation are Ir 
sumed, according to Mr. Layton, an effort will be made to have 
the data prepared by Director Wylie incorporated in the printed 
hearings so that they will become available for those interested. 
At the present time neither the Commission, the governmeltt 
printing office nor the House committee has any copies fo 
distribution. 


FINAL VALUATIONS 


Valuation No. 1005, Massena Terminal, opinion No. B-730, 2 
Val. Rep. 181-7. Final value, for rate-making purposes, of the propery 
owned and used for common carrier purposes, found to be $23 1488, 
and of property used but not owned, $932, as of June 30, 1919. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1929, by West Publishing Co.) 





TELEGRAPH AND TELEPHONE 


(Supreme Court of Wisconsin.) Telegraph message request- 
ing plaintiff to advise sender how plaintiff wished to settle with 
gender on money collected from another, or else face embezzle- 
ment charge along with another who was under arrest, was 
libelous per se, as it plainly charged plaintiff with crime of 
embezzlement.—Flynn vs. Reinke et al., 225 N. W. Rep. 742. 

Transmission of libelous message over wires of telgeraph 
company from agent to agent within its own organization in 
usual and ordinary course of business is a privileged communi- 
cation imposing no liability on company, in view of St. 1927, 
section 348.36.—Ibid. 

Malice, which may be either actual or implied, is an essen- 
tial ingredient of actionable libel.—Ibid. 

The law will impute malice, where defamatory publication 
is made without sufficient cause Or excuse, or where necessary to 
—— of society and security of character and repu- 
tion.—Ibid. 

CARRIAGE OF LIVE STOCK 

(Court of Civil Appeals of Texas. Texarkana.) In action 
for damages to shipment of cattle, submitting general question 
whether carrier was guilty of negligence, and instructing jury 
that in answering question they could take into consideration 
matter of overloading cars and other matters, held error, where 
contract expressly imposed duty upon shipper of loading cattle 
into cars, and therefore carrier was not liable merely for act of 
shipper in overloading cars.—St. Louis Southwestern Ry. Co. 
of Texas vs. Anderson & Hileman, 17 S. W. Rep. (2d) 473. 

Under contract of shipment expressly imposing duty on 
shipper to load cattle into cars, carrier was not liable merely 
for act of shipper in overloading cars.—lIbid. 





BeBe Bor er Ooo O08 e-@: 


e 6 Sd a 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1929, by West Publishing Co.) 





(Circuit Court of Appeals, Second Circuit.) Evidence held 
to show that bad stowage was cause of libelant’s loss to ship- 
ment of cherries in brine in barrels which were damaged on 
arrival, causing loss of brine and resultant deterioration of 
cherries—The Matilde Peirce, 32 Fed. Rep. (2d) 688. 

Bad stowage of shipment of cherries in barrels held negli- 
gence, for which libelant might recover, notwithstanding excep- 
tions against leakage or breakage in barrels.—lIbid. 


N. D. CLASS RATES ENJOINED 


In Great Northern Railway et al. vs. Railroad Comissioners 
of North Dakota, a three-judge federal court in North Dakota 
has made a decision which, carried to the extreme length to 
which it would seem logically to apply, would apparently hold 
that all intrastate rates are withdrawn from state regulation 
till the Interstate Commerce Commission shall have decided 
issues relating thereto in No. 17000, the Hoch-Smith proceeding, 
according to John E. Benton, general solicitor of the National 
Association of Railroad and Utilities Commissioners. 

On May 8, 1929, the North Dakota commission made an 
order prescribing reductions in certain intrastate class rates 
between jobbing points within North Dakota, the rates pre- 
scribed being about 10 per cent below the level of existing 
interstate rates. Plaintiff carriers sought an injunction on the 
ground of undue discrimination against interstate commerce. 
They also alleged the rate situation in issue was involved in 
No. 17000. The court said it had no jurisdiction to determine 
the question of discrimination: but it granted the injunction 
asked “for the purpose of preserving the status quo until such 
time as the Interstate Commerce Commission may complete 
its investigation and file its decision in Docket 17000.” Com- 
menting on the decision, Mr. Benton says: 


The Traffic World 


PAGE 159 





The striking thing about this decision is the extent to which the 
principle involved would reach if the decision is correct. All rates, 
passenger and freight, interstate and intrastate, of all the carriers 
in the United States subject to the interstate commerce act, are 
involved in No. 17,000. If the North Dakota Commission must refrain 
from regulation of its class rates pending decision in that case, then 
it would seem that it must likewise refrain from regulation of any 
North Dakota rates, and that every other Commission must in like 
manner refrain from the making of orders changing any intrastate 
rates until the Interstate Commerce Commission shall have made 
decision relating thereto in No. 17000. 

The granting of an injunction is largely a matter of discretion. 
That this court would not stay state action indefinitely appears from 
the following quoted from the opinion: 

“If for any reason, the Interstate Commerce Commission should 
fail or refuse to decide whether the rates fixed by the order of May 8, 
1929, are violative of section 13 of the interstate commerce act, or to 
make findings or reach a decision from which that question may be 
fairly determined, or shall hereafter unreasonably delay determina- 
tion of that question, the defendants may move for a vacation of 
the injunction.” 

If a state has the constitutional right to regulate intrastate rates, 
subject only to such limitations as may have been placed thereon 
by Congress for the protection of interstate commerce, how can intra- 
state rates, prescribed by proper state authority, be changed or sus- 
pended otherwise than in accordance with provisions made by Con- 
gress, that is, by order of the Interstate Commerce Commission, after 
a finding by it of undue discrimination? 


WILL CEASE PROPAGANDA 


The Trafic World Washington Bureau 


Advice from Commissioner Meyer to the effect that propa- 
ganda was not helpful to the Commission (see Traffic World, 
July 6, p. 62) has caused Paul Shoup, president of the Southern 
Pacific, H. M. Adams, president of the Western Pacific, 
and Ralph Budd, president of the Great Northern, to enter 
into an agreement to quit all forms of propaganda and to 
discourage dispatch of resolutions to the Commission after 
adoption by organizations. They have sent a copy of their 
agreement to the Commission. The latter has made it a part 
of the correspondence record in finance Nos. 7439 and 7440, 
applications of the Great Northern and the Northern Pacific 
to build extensions of their lines in Oregon and Washington. 

The three presidents have agreed to refrain from having ad- 
dresses made on the subject of the extensions and discourage 
the taking part in the cases of organizations unless the organ- 
izations move on their own responsibility to intervene in the 
cases and to offer witnesses who think they have information 
that would be helpful to the Commission in arriving at decisions 
in the matter. They have further agreed to make no answers 
to anything the Union Pacific or any other railroad may have 
to say on the subject without consultation and agreement as to 
what should be said, if anything, in reply to what that or any 
other carrier may say in the matter. 

So seriously have the three presidents undertaken .to put 
an end to the campaigning that has been going on among the 
communities affected by the applications to construct, that Presi- 
dent Budd notified Mr. Meyer that resolutions sent to the Com- 
mission by one of the civic organizations in the affected ter- 
ritory after the agreement was made were sent without the 
knowledge of the three railroads and without any instigation on 
their part. 


A CORRECTION 


The decision of the Commission in I. and S. 3203, transit 
provisions on grain and related commodities at points on C. & 
A. Railroad, 155 I. C. C. 638-640, was erroneously shown in The 
Traffic World of June 8 and in the semi-annual index as I. and S. 
2303. 


GROWTH OF STEAM RAIL TRAFFIC 


Rates of growth of railway traffic have diminished. 

That is the statement made in a report to the Commission 
from Dr. M. O. Lorenz, director of statistics of the Commission, 
on growth of traffic on steam railways of the United States, 
1900-1928. 

From 1900 to 1914, for example, says the report, freight 
ton-miles approximately doubled, while the ton-miles of 1928 
were only about 50 per cent greater than those of the fiscal 
year 1914. 

Furthermore, it is asserted, the passenger traffic and the tons 
of freight have failed to maintain the same absolute amount of 
increase annually in the second as compared with the first half 
of the period 1900-1928. 

“Ton-miles of freight, however,” the report continues, “show 
about the same annual addition in absolute amount from 1900- 
1914 (fiscal years) as from 1914 (fiscal) to the calendar year 
1928, the annual addition in the first period having been 10.5 
billion ton-miles and in the second, 10.2 billions.” 

Charts and statistical tables, here omitted, are included in 
the report, which is designated as Statement No. 2982. 

“It is not the purpose here to discuss the probable future 
effect of various forces affecting the volume of railway traffic,” 
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says the report. “It is left to others to speculate on the future 
effect on railways of motor vehicles, improved highways, air- 
planes, transmission of electrical energy as supplanting the 
hauling of coal, centralization or dispersion of industries, fur- 
ther supplanting of lumber by cement, exhaustion of petroleum 
supplies, relative decline of agriculture and growth of manu- 
factures, etc. It is not safe to predict the future solely by the 
past, because new forces come into action. The development 
of the motor vehicle was such a force, the effect of which on 
railroad traffic was not fully appreciated in 1915. 


Railroads and Motor Industry 


“The inroads upon passenger traffic and short-haul freight 
traffic have been in part offset by the new freight traffic cre- 
ated by the automobile industry. In 1928, the Class I railways 
received a gross revenue of $194,111,044 from the carrying of 
passenger automobiles and auto trucks, set up, knocked down, 
or parts, including tires. This does not include freight on ma- 
terials entering into the manufacture of such vehicles or on 
materials used in road building stimulated by the growth of 
the automotive industry, which may be estimated at $322,000,000, 
based on the product of the number of carloads of automotive 
freight (excluding automotive vehicles, parts and tires) given 
in ‘Facts and Figures of the Automobile Industry,’ published 
by National Automobile Chamber of Commerce, and the average 
revenue per carload derived from the quarterly reports of 
freight commodity statistics. There is, then, a total of 516 
million dollars of railroad freight revenue resulting from the 
growth of the automotive industry. If the passenger-miles had 
grown according to the straight line progression shown on Chart 
1, the passenger revenue of 1928 would have been 1,516 millions 
of dollars, as compared with estimated actual revenue of 904 
millions, a decline of 612 millions. Thus, the net reduction in 
gross revenue from these factors is $96,000,000 per annum. This 
takes no account of the revenues from bus operations controlled 
by railroads and not included in passenger revenue, nor in 
the loss of freight revenue on account of motor truck compe- 
tition. It may also be noted that the gain in revenue from 
automotive freight and the loss in passenger revenue are not 
distributed among the carriers proportionately. 

“In Chart 1-A the trend line is based on all the data with- 
out eliminating the abnormal traffic of the war period. In this 
chart the rate of growth is 10.35 billion ton-miles per annum. 
This is equivalent to a percentage increase on the compound 
interest basis of 3.91 per cent annually. The corresponding 
percentage for the first half of the period is 4.98 and for the 
second half 2.89. * * * 

“In connection with the preceding statement of traffic growth 
it is well to bear in mind that the figures suffer from various 
infirmities. In the first place, we are dealing with a mass of 
commodities of many kinds, the quantity of any one class vary- 
ing from year to year in proportion to the total. A ton of sand 
has not the same commercial importance as a ton of silk. To 
a railway management, a ton of iron has not the significance 
of a ton of feathers, from either the cost of service or revenue 
standpoint. Again, a ton-mile of coal hauled 300 miles does 
not have the same significance as a ton-mile of the same com- 
modity hauled 150 miles, since the latter represents more ter- 
minal service per ton-mile. Not only are the figures unequated 
for variations in kinds of commodities and in lengths of haul, 
but they are affected by changes in railway organization and 
accounting practices. The growth of railway consolidation, by 
tending to reduce the proportion of freight interchanged, affects 
the total tons reported as carried, as distinguished from tonnage 
originated. Again, diminution in the practice of rebilling of 
freight either from the effect of consolidations or from the 
effect of through-billing arrangements between separately re- 
porting carriers tends to reduce the tonnage reported as “origi- 
nated.” In general, the tonnage is classed as originated or 
received from connections according to information appearing 
on the waybills.” 


Traffic and Population 


In 1900 the railways moved one ton 1,860 miles for every 
person in the United States, while in 1928 a ton was moved 
3,635 miles for every person, according to the report. In 1900, 
on an average, every person traveled 211 miles by railway. 
This figure rose to 361 in 1914 and 447 in 1919, but has fallen 
again to 264 in 1928, approximately the average for 1904, ac- 
cording to the report. The per capita ton-miles increased 90.2 
per cent from the base period 1900-1902 to 1928. For per capita 
passenger-miles the corresponding percentage is 16.3. With 
the period 1911-1913 (fiscal years) taken as a base, the per 
capita ton-miles increased 26.6 per cent, and the per capita 
passenger-miles declined 25.4 per cent. 

The part of the report dealing with traffic changes follows: 


Railway Traffic Changes by Districts 


“The statistics were not separated according to ‘districts’ 
prior to 1911, but the ten groups used in the earlier years have, 
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after some necessary adjustments, been consolidated into dig. 
tricts, so that a comparison of ton-miles and passenger-miles 
can be given over a longer period. The figures are given jp 
Table IV of Appendix II, from which the following summary 
is made: 
FREIGHT AND PASSENGER TRAFFIC BY DISTRICTS—ALL 
STEAM ROADS 


Ratio 
of 1928 traf- 
fic to average 
traffic of three 
fiscal years 1900- 
1902 taken as 100 


Ratio 
of 1928 traf. 
fic to average 
traffic of three 
fiscal years 191}. 
1913 taken ag 10) 


Pas- Pas. 

Ton- senger- Ton- Senger. 

District miles miles miles Miles 
Eastern district .........0¢. 230.5 178.6 131.6 109.3 
Southern district ........... 436.0 204.3 207.0 93.7 
Western district ............ 335.1 171.2 179.9 16.) 


“It appears that for 1928 the Eastern District shows the 
smallest per cent of increase in ton-miles and the Souther 
District, which includes the Pocahontas Region, the largest, 
whichever base period is used. In passenger-miles, however, 
the Western District makes the weakest showing, especially 
since 1911. 


Railroad Traffic Changes by Regions 


In Table V of Appendix II and Charts 3, 4, 5 and 6, are 
shown the total ton-miles and passenger-miles, 1900-1928, by 
eight operating regions. Regional traffic statistics have not 
hitherto been compiled for this period. The totals are confined 
to the traffic of railways having annual operating revenues of 
$25,000,000 or more at the end of the period. For every year, all 
of the operating companies now represented in the .$25,000,000 
roads are included. For example, the reports of 22 companies 
for the year 1900 had to be combined to get total traffic for 
that year comparable with the traffic in the annual report of 
the Pennsylvania Railroad for 1928. The boundaries of the 
regions and districts are shown in the Statistics of Railways for 
1926, page XI. The results may be summarized as follows: 


TON-MILES AND PASSENGER-MILES BY REGIONS 


Ratio Ratio 

of traffic of of traffic of 
calendar year calendar year 
1928 to average 1928 to average 
of three fiscal of three fiscal 
years 1900-1902 years 1911-1913 
(base period 100) (base period 100) 
Pas- Pas- 


Ton- senger- Ton- senger- 

Region miles miles miles miles 
New England region ........ 227.4 141.1 130.1 93.2 
Great Lakes region ........ 217.2 174.8 130.6 110.1 
Central eastern region ..... 230.7 224.1 129.6 130.0 
Pocahontas region ......... 553.2 161.8 230.7 81.3 
Southern region ........... 379.7 211.8 206.2 97.5 
Northwestern region ....... 295.1 151.5 154.8 67.4 
Central western region .... 346.0 178.3 193.8 84.6 
Southwestern region ....... 336.3 184.6 209.3 77.0 


“From the beginning of the century every region had more 
than doubled its ton-miles by 1928. In the Pocahontas Region 
the freight traffic was five times as great at the end as at the 
beginning of this period; and in the south, central west, and 
southwest over three times as great. The growth was relatively 
more rapid in the south and west than in the east. When the 
comparison is between 1928 and the 1911-1913 base, three re 
gions, Pocahontas, Southern and Southwestern, more than 
doubled their traffic, and the central west nearly did so. The 
freight traffic of the northwest grew more rapidly relatively than 
that of the three eastern regions. 

“Passenger-milesS in 1928 were more tnan double the 1900- 
1902 base average in two regions, the Central Eastern and the 
Southern. From the 1911-1913 base to 1928, the decline of pas- 
senger travel is especially marked in the Northwestern Region, 
and also in the two western regions. In the two principal east: 
ern regions passenger-miles increased from 1911-1913 to 1928. 
But, as appears from Chart 3, the tendency in these regions 
recently is also downward.” 

With respect to changes in the composition of traffic, the 
report states there is a tendency for agricultural, live stock 
and forest products to become less important, and for manu 
factures to become more important. It states that the pel- 
centage for L. C. L. traffic is diminishing. Referring to a chart 
showing the percentages for groups of commodities, 1900-1928, 
it is asserted that the most conspicuous feature is the narrow: 
ing of the band for products of forests and the widening of the 
band for manufactures and miscellaneous. 


You may either write er wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber t 
THE DAILY TRAFFIC WORLD. 
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Righty-Four Million Dollars Cut from the Country’s Claim Bill in Nine Years—Figures Lead to 
Facts and Facts Lead to Action in the Work of the Freight Claim Division 


railroad morale resulting from federal control show 


ROBABLY in no other respect did the breakdown in 
P so plainly as in the amount of money paid for 


loss and damage to freight. 


paid was approximately 

$56,000,000. Annually 
theretofore there had 
been a gradual increase 
in the amount, the 
first available statistics 
showing that the loss 
and damage payments 
in 1898 were $5,499,- 
544. 

Immediately after 
the govenment took 
over the railroads, 
claims paid for loss 


fand damage took a 


sharp rise. In 1919, 
for the first time in 
railroad history, they 
rose to over a hundred 
million dollars — the 
exact figure being 
$104,587,174. The fol- 
lowing year, the first 
two months of which 
were still in the federal 
control period, and 
most of the rest of it 
being spent in paying 
off accumulated claims, 
the total payments were 
$119,833,127, 

Faced with the 
task of stopping this 
tremendous leak in 
freight revenues, 
amounting in 1919 to 


2.95 cents out of every dollar of freight revenue collected, 
the Freight Claim Division of the American Railway Asso- 
ciation came into existence July 13, 1919, as the successor 





The picture on the left shows the condition in which a carioad shipment of Texas carrots was received in New York. 
center is illustrated the result of using second-hand material and loose excelsior for packing ecg 
in contrast, shows a properly packed case of eggs, new material and eéxcelsior pads being used. 


of the American Railway Association 


By R. J. BAYER 


claim organizations. 
In 1918 the amount so 





Members of the Claim Prevention Committee of “= Freight Claim Division. 
Top row: W. C. Johnson, chairman, F. C. A., C. & N. W.; R. L. Truitt, Supt. 


F. L. & D., St. L.-S. F.; Joe Marshall, special representative; F E. Winburn, 
special representative; A. L. Green, special representative; Edward Dahill, 
chief mone, We Container Bureau; second row: G. W. Rush, A. F. C. > 


Penn. ~ agan, Supt. Frt. Protection, So. hy te ++ C. C. Glessner, G. 
Cc. A., +. 03 J. us ve tre Supt. . & D., L.-S. Fi; C. H. Dietrich; 
F. C. } a Cc. M. St. K. Covell, F & A., nN "Y. C.; J. H. Butler, Mgr. 
L. & D. Rg -” "Ry. Exp. po ER. bottom row: Candler, "A. G. M., C. of Ga 
Cc. G. were Supt., Stations & Transfer, Ill. ig .3 J. B. Baskerville, G. C. A. 
N. & W.; J. . Shields, F.C. A. C. B. & Q.; H. T. Lively, G. A., L. & N.; 


~ ae Pilcher, secretary, Freight Claim Division. 




















of the Freight Claim Association. The association had been 
formed in 1892 by an amalgamation of several separate 
Its chief work was along two lines— 
the minimizing of controversies with the shipping public 


and the carrying on of 
litigation over claims, 
on the one hand, and 
the division of claim 
expense among par- 
ticipating carriers, on 
the other. Incidentally, 
the claim is made that, 
in the latter work, the 
association was one of 
the first organizations 
to adopt the principle 
of arbitration in the 
settling of major dis- 
putes. This practice is 
still adhered to in the 
divisions of claim ex- 
pense. A _ series of 
arbitration committees 
rule on disputes among 
the carriers, and such 
disputes as seem to dis- 
putants not to be equit- 
ably settled by these 
committees are carried 
to an appeal committee, 
which reviews disputed 
decisions under pre- 
scribed regulations. 


Campaign Against 

Loss and Damage 
From the beginning, 
also, the association 
had paid some atten- 
tion to claim preven- 


tion, but, in the main, claims were considered by the rail- 
roads something of a necessary evil. 
1920, however, full realization came to the board of directors 


In the latter part of 





In the 


s. The og on the right, 
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of the newly organized division that something constructive had 
to be done if improvement in the claim situation was to result. 
It was determined to set up, under the committee on freight 
claim prevention, an organization to conduct a general campaign 
for the reduction of freight loss and damage. The services of 
three special representatives to devote their entire time to the 
work were obtained. 

For the most part, this organization has carried on its work 
through existing carrier agencies. Individual lines are kept in 
touch with developments by the publication of statistics and by 
frequent bulletins on specific matters, mailed to a list of over 
three thousand, reaching down to the freight platform and up 
to the chief railroad executives. In the division offices, in Chi- 
cago, studies of prevention problems are constantly being made 
and their results passed on to member lines with suggestions 
as to how remedies may be affected. 

How successful this work has been is attested by the rapid 
drop in the total payments on claims since the organization of 
the prevention bureau. In 1928 the total amount thus paid was 
nearly on a par with that paid in 1917, just over $35,000,000. 
This sum represents 75 one hundredths of a cent of each dollar 
of freight revenue. This latter figure was the same in 1926 and 
had not been equalled up to that time since 1901. 

Though the bureau of the prevention committee works as 
a unit, specific studies and investigations are usually conducted 
by individual members thereof. For instance, the pressing 
problem of loss and damage to fresh fruits and vegetables has 
been assigned to Special Representative F. E. Winburn. This 
class of traffic was responsible for $48,000,000 in claims in 1922, 
which figure was reduced to $36,557,243 in 1928, a reduction of 
24 per cent. The most striking reduction has been in the 
claims resulting from temperature failures—one of the most 
frequent causes of damage in this type of traffic, and one of the 
most difficult to control—which were reduced 42.9 per cent in 
seven years. The accompanying illustration of the condition of 
a car of carrots, received at New York from Texas, shows con- 
ditions that must be met. 


Cooperation by Shippers 


Cooperation between carriers and shippers has frequently 
resulted in the elimination of just this kind of damage. This is 
attested by per car damage figures which show that, in 1928, the 
average claim payment on a car of bananas was only $2.16, in 
spite of the fact that bananas constitute one of the most perish- 
able commodities the railroads have to handle. The bureau is 
inclined to give most of the credit for this showing to the care 
given to the stowage of the fruit by shippers at the port of entry. 

On the other hand, claims on grapes averaged $17.85 a car 
and on tomatoes, $29.55 a car in 1928. With these figures avail- 
able, the bureau is now vigorously at work to affect a reduction. 
It is said, however, that particular difficulties are in the way of 
reducing the claims on this type of traffic due to the competitive 
nature of the traffic. It sometimes happens that, when pro- 
ducers are willing to cooperate in adopting improved loading 
methods, buyers are reluctant to take over cars so loaded be- 
cause the customary claim on each car has come to be consid- 
ered the buyers’ perquisite. 

Another interesting study, productive of a considerable claim 
reduction, has been with regard to the packing of eggs. This is 
being conducted by Special Representative A. L. Green. In a 
single year, the claims on eggs have been reduced form $537,887, 
in 1927, to $442,998, in 1928. Much of this reduction was due to 
education on the part of the railroad handlers of egg traffic. 
But no small part has resulted from the discouraging of the 
practice of using second-hand egg crates and fillers. The latter 
practice meant that the pads and partitions were reused until, 
frequently, they offered little or no protection. The accompany- 
ing illustrations show the results of using second-hand material 
and new material, the photographs being made from actual cases. 

Other classes of traffic on which investigations are being 
made at present are furniture and canned goods. At a recent 
meeting of the claim conferences it was also determined to 
institute a study of damage to machinery. 


Problem of Robberies 


The cooperation of the prevention committee with other 
divisions of the American Railway Association is especially 
noticeable in handling the problem of robberies of entire freight 
packages and from packages. Here the committee works in 
conjunction with the Protective Section. Robberies have been 
reduced from $12,726,947, in 1920, to $928,563, in 1928. On one 
large eastern road the loss by robbery was $2,500,000 in 1920, 
whereas the figures thus far for 1929 indicate that the police 
force on that line will be able to hold them down this year to 
$25,000, or an even 1 per cent of the 1920 figure. 

The contact of the committee with the public is usually 
through other agencies. That is to say, the committee itself 
does not deal directly with shippers. In the first place, up till 
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now, the feeling has been that most of the work could best be 
done with the railroads. There has never been a feeling on th, 
part of the committee that claims were largely due to shippery 
carelessness. On the other hand, the thought has been thy 
much damage is due to improper handling and loading of freight 
on the part of the railroad employe. Thus, the educationg 
campaign has been largely among individual roads and among 
the employes on individual roads. 

The special representatives, however, are always ready to 
attend meetings of shippers’ groups and to give what informa. 
tion they can to such meetings. The section as a whole work 
in cooperation with the claim committee of the National Indyg. 
trial Traffic League, with the traffic group of the National Retajj 
Dry Goods Association, and similar organizations. 

At the May meeting in Washington, the Division won tt, 
commendation of M. J. Gormley, chairman of the Car Servic 
Division, in words of which the personnel of the Claim Divigigy 
is justifiably proud: 

“I have had a great admiration for the work of the Freight 
Claim Division, and I say without fear of contradiction that | 
think you are the best organized and best handled division o 
the American Railway Association today.” 


RAILWAY ACCIDENTS DECREASE 


“The great reduction in recent years in the number of rail. 
way accidents reported has raised the question whether this js 
the result of changes in the manner of reporting or of an actual 
diminution in the frequency of accidents,” says the Commission 
in Accident Bulletin No. 97, covering collisions, deratlments, anj 
other accidents resulting in injury to persons, equipment, or 
roadbed, arising from the operation of steam railways in inter. 
state commerce in 1928. 

“Whether the rules for reporting are being strictly observed 
is under investigation. Aside from this, it should be noted that 
the rivalry of railways to improve their accident ratings results 
in a closer scrutiny by them of what is a reportable accident 
under the rules in force and in an effort to eliminate all uw. 
necessary delay in getting injured employes back to work within 
three days, as accidents to employes causing a shorter period 
of disability are not reportable. In consequence there would 
be omitted from reports:.a number of cases that under former 
conditions would have been reported. It is not known how much 
the published. figures have been affected by this process. But 
after such eliminations have been accomplished by a particular 
road, its reports would again be comparable from year to year. 

“A study of the figures for fatalities, however, leaves no 
doubt that a substantial reduction in the frequency of railway 
accidents has been accomplished.” 

In 1928, in train and train-service accidents, 1,039 employes 
and 91 passengers were killed, and 23,779 employes and 3,463 
passengers were injured. The number of employes killed in 
1928 was the smallest since 1916, when 2,513 were killed. The 
number of passengers killed in train and train-service accidents 
in 1927 was 88, but in the preceding year the number was 15). 
In 1918, 471 were killed. 

There were 2,568 fatalities at highway grade crossings in 
1928, an increase of 8.3 per cent, as compared with the number 
killed in 1927, and 6,666 injuries, an increase of eight-tenths of 
one per cent, in comparison with the number for 1927. 

Automobiles, motor busses, and motor trucks were involved 
in 90.8 per cent of the total number of casualties at grade cross 
ings in 1928. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period June 
23-30, inclusive, was 217,657, as compared with 239,233 cars i 
the preceding period, according to the car service division of 
the American Railway Association. The average daily shortage 
reported consisted of 64 flat and 11 gondola cars. The surplus 
was made up as follows: 


Box, 102,856; ventilated box, 842; auto and furniture, 12,959; total 
box, 116,657; flat, 4,319; gondola, 24,944; hopper, 30,206; total coal, 55,150; 
coke, 647; S. D. stock, 23,105; D. D. stock, 3,095; refrigerator, 13,658; 
tank, 242; miscellaneous, 784. 


Canadian roads reported a surplus of 13,000 box, 750 auto 
and furnitture, 500 refrigerator and 5 miscellaneous cars. 

The average daily surplus of freight cars in the period July 
1-8, inclusive, was 204,308, while the average daily shortage Tt 
ported was made up of 146 box, 9 flat and 7 gondola cars. The 
surplus was made up as follows: 


Box, 94,966; ventilated box, 338: auto and furniture, 10,786; total 
box, 106,090; flat, 4,486; gondola, 24,992: hopper, 26,965; total 
z ; S. D. stock, 23,911; D. D. stock, 3,041; refrigerator. 
13,199; tank, 156; miscellaneous, 913. 


Canadian roads reported a surplus of 12,000 box, 750 auto 
and furniture and 450 refrigerator cars. 
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State Regulation Problems 


Apprehension as to Encroachment of Federal Power on State Authority Expected to Permeate 
Forty-first Annual Convention of State Commissioners Next Month— 
Cool Atmosphere for Heated Discussion 


By STANLEY H. SMITH 


powers of the state regulating commissions will be 

one of the important subjects for consideration at 
the forty-first annual convention of the National Association 
of Railroad and Utilities Commissioners to be held at the 
Many Glaciers Hotel, Glacier National Park, Montana, 
August 27, 28, 29, and 30. 

“This year’s convention will be unusually important 
because of the prospect of federal legislation affecting the 
powers of the state regu- 
lating commissions,” says 
the official call for the 
convention that has just 
been issued by officials 
of the association. “The 
transportation act of 
1920 deprived the state 
commissions of a large 
measure of their former 
control over railroads, 
and took away a portion 
of their control over 
telephone companies. 
Decisions of the courts 
have denied them local 


Prveves of federal legislation that may affect the 


control of interstate J. B. WALKER L. E. GETTLE CHAS. WEBSTER 


motor bus lines,- which 

has been decreed a fed- 

eral function. ‘‘Another step in the 
same general direction is now con- 
templated. Senator Couzens, of 
Michigan, has introduced in the 
Senate a bill for the establishment 
by the government of a communica- 
tions commission. This bill creates 
a federal commission to control all 
interstate communication—including 
radios, telephones, and telegraphs 
and electrical current transmission. 
Enactment of this bill and its ap- 
proval by the President would create 
another national agency for the 
regulation of telephone and electric 
companies, which so far have been 
successfully regulated by the several 
states. While the bill may be designed to apply only to 
interstate operations, which may be beyond the reach of 
state regulation, there is apprehension that its enactment, 
as was the case with the transportation act of 1920, will 
seriously curtail the measure of control over public utilities 
which state authorities are now effectively exercising. 

“So important is this subject to the members of the 
association that your executive committee has scheduled a 
round-table discussion for one evening of the convention, 
to consider the general subject of the encroachment of 
federal power. It is expected that the convention will settle 
the attitude of the association toward the Couzens’ bill, and 
will provide for the making of such representations before 
the congressional committees thereon as shall seem necessary 
to the preseryation of all existing state powers. This session 


J. E. BENTON 











will be presided over by Hon. Adolph Kanneberg, of the 
Wisconsin Railroad Commission, who is and has been for 
the last few years chairman of the association’s committee 
on generation and distribution of electric power. Delegates 
to the convention are, therefore, requested to study this 
subject and to bring to the attention of the convention facts 
and conditions in their states which will aid the associa- 
tion in reaching a determination.” 
Program Outlined 
E. I. Lewis, chairman 
of the Interstate Com- 
merce Commission, is 
scheduled to deliver an 
illustrated address on 
“The Development of 
Transportation.” Motion 
pictures showing various 
stages of transportation 
growth in the United 
States will be displayed. 
Addresses are to be 
made by Representative 
Scott Leavitt, of Mon- 
tana; Marcus A. Wolff, 
editor of the Newark, 
N. J., Evening News, 
who will speak on state 
regulation from the 
newspaper point of view; M. H. 
Aylesworth, president of the Na- 
tional Broadcasting Company, for- 
merly chairman of the Colorado 
Public Utilities Commission and a 
former member of the association; 
Ralph Budd, president of the Great 
Northern Railway Company; Wil- 
liam Haganagh, public utility opera- 
tor; Carl"D. Jackson, counsel for the 
National Electric Light Association 
and the American Gas Association, 
formerly president of the state com- 
missioners’ association; William S. 
Leffler, of Lacombe and Leffler, 
GC. &. SALEY engineers, of New York, and H. A. 
McKeown, chairman of the Railway 
Commission of Canada. 





Committee Reports 


Regulation of air transportation will be considered in 
connection with submission of a report by the special com- 
mittee on air transportation, of which Commissioner Fay 
Harding, of North Dakota, is chairman. This will be the 
first time the association has had a report on this subject, 
the special committee having been created at the last con- 
vention. Among other important reports will be those from 
the committees on legislation, motor vehicle transportation, 
and motor vehicle legislation. These reports are expected 
to contain the latest developments with respect to motor bus 
transportation as well as the congressional situation with 
regard to the motor bus regulation bill. 
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Unique Place of Meeting 

“The place chosen for the convention is unique in the annals 
of the association,” says the official call. “This is the first 
time that a meeting has been called in a national park. Aside 
from business consideratons, the meeting in Glacier National 
Park will afford the delegates an opportunity to view some of 
the greatest natural wonders of the United States. As the con- 
vention comes during the vacation season, it will give to resi- 
dents of warmer climates the opportunity to enjoy a sojourn 
amid the snow-capped peaks of the Rocky Mountains and in a 
temperature where they will forget all about the ninety degrees 
in the shade which they left behind. The altitude of Glacier 
National Park is nearly 6,000 feet above sea level, and even 
in the month of August nights are cool. Light overcoats and 
wraps will be found comfortable for automobile or bus rides.” 

The association is to be the guest of the Board of Railroad 
Commissioners and Public Service Commission of Montana, of 
which Lee Dennis is chairman. Commissioners Boyle and Young 
are the other members of the commission. 

Historical Background 

The state commissioners’ organization came into being as 
the result of an invitation extended by the Interstate Commerce 
Commission to the state commissions in 1889, two years after 
the federal Commission was created, to participate in a general 
conference for the purpose of considering regulatory problems 
of common interest to the state and federal commissions. 

The National Association of Railway Commissioners was 
organized as the result of that conference. Later, the name 
was changed to that of the National Association of Railway and 
Utilities Commissioners. The name was again changed to the 
present form—National Association of Railroad and Utilities 
Commissioners. Members of the Interstate Commerce Commis- 
sion are members of the association, but they do not take an 
active part in the affairs of the association as they relate to 
state commissions. 

Offices of the association were established in Washington in 
1916. The chief officials of the association at the present are: 
Lewis E. Gettle, of Wisconsin, president; Charles Webster, of 
Iowa, vice-president and chairman of the executive committee; 
James B. Walker, of New York, secretary; John E. Benton, gen- 
eral solicitor; and Clyde S. Bailey, assistant secretary. 
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AIR BEACON AT CHICAGO 


A 2,000,000,000 candlepower light, using a 150-250 ampere 
high-intensity arc and revolving three times per minute, Will 
be installed at once atop the towering new Palmolive building 
in Chicago, according to F. C. Hingsburg, chief engineer, airways 
division, Department of Commerce. 

The light, known as the Lindbergh beacon, has just been 
certified in accord with the desires and recommendations ,; 
the Chicago Aero Commission and of the various air transport 
companies operating at Chicago. To avoid controversies, th. 
Bureau of Lighthouses has adopted a policy of local determin,. 
tion concerning private aeronautical and advertising lights, , 
policy requiring the indorsement of the local flying interes; 
before the department will certify any revolving type beaco, 
as a private aeronautical light. 

The Lindbergh beacon will be located at 919 North Michi. 
gan Avenue, about 10% miles from Chicago’s Municipal Airpor 
at 63d Street and Cicero Avenue. It was originally intended tha 
this light be instalaled on the new Morrison Hotel, and request 
for this installation was received at the same time that appji. 
cation was made by the Colgate-Palmolive-Peet Company. | 
was also suggested that the new Illinois Central Railroad build. 
ing would be the best possible location. As this building prob 
ably will not be completed in less than two or three year 
however, the Chicago Aero Commission and the committee ap. 
pointed to locate Lindbergh beacon recommended issuance of 
the department’s certificate to the Palmolive building. 


For the information and guidance of other civic or cor. 
porate interests which may contemplate the erection of similar 
lights, the aeronautics branch announces that the Secretary of 
Commerce will rate all air navigation facilities as to their suit 
ability for use of licensed airmen if application is made. If 
facilities are found suitable for such use, air navigation facility 
certificates will be issued for a term of one year, renewable for 
additional one-year periods upon application and finding of con 
tinued suitability. 





The Largest Liner Afloat 


Bremen, which is due to arrive in New York on her maiden 

voyage, July 22, it was necessary for the North Atlantic Con- 
ference to create a new rating. Hitherto the highest rating has 
been Class 1; the Bremen was put in Class A. Her sister ship, 
the Europa, which will be put into service early next year, will 
be in the same class. 

It is confidently expected by the North German Lloyd execu- 
tives that the Bremen, now the largest liner on the seas, will 


if order properly to classify the North German Lloyd liner, 
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make a new record in crossing the North Atlantic. In trials, 
the ship attained a speed of 28.5 knots an hour. She is 93 
feet long, 98 feet wide and has a displacement of 50,000 tons. 
She has a passenger capacity of 2,200 and carries a cre¥ 
of 950. There are a number of particulars in which the 
Bremen breaks with shipbuilding tradition. Modifications in 
bow and stern design give her much the appearance of 4 
huge cutter. 

The ship is propelled by four screws operated by oil-burning 
engines. Smoke boxes are built along the 
sides and joined just under the funnels, 
thus leaving the center of the hull clear for 
cabin and hall structures. The two funnels, 
it is said, are of a size that would slip com 
fortably over a four-story apartment built 
ing. 

Especial attention has been paid to the 
comfort and safety of passengers. Beside 
the usual complement of lounges, dinin 
halls, gymnasium and swimming pool, tle 
Bremen has a row of shops, a night club 
and a motion picture theater. It is said 
that four of the fifteen bulkheaded com 
partments in the bow of the ship, or three 
in stern could be flooded without danger 
sinking. Again, davits of new design calT! 
the 145-passenger, motor-powered lifeboats 
making it possible successfully to laun 
these no matter how steep the list. 

Between the funnels and above tlt 
boat deck, the Bremen carries an airplalt 
catapult. A plane is part of the equipmet! 
of the ship. It will be launched from the 
catapult when the ship is 500 miles fro 
port and effect mail delivery a day befor 
the ship reaches port. 

With the placing in service of tl 
Bremen and the Europa, the North Germal 
Lloyd line will be operating a total of in 
vessels with an aggregate tonnage of 922; 


Air mail plane about to be catapulted from deck of the Bremen. 426. 
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OVERSEAS FREIGHT RATES 


The Trafic World New York Bureau 


Pacific Coast advices are that plenty of intercoastal lumber 
space is available for $10 in July, and the expectation is that the 
same rate will hold well into August. The open rate is said to 
have stimulated business to such an extent that the eastern 
market may be expected to be well stocked by the end of August, 
thus taking the edge off the usual September activity. The low 
rate has resulted in curtailment of foreign tonnage operations 
from British Columbia ports. Curtailment of production, it is 
hoped, may counteract possible weakness of the market in Sep- 
tember by retarding dispatch. Seasonal offerings of general 
cargo are counted upon as a factor in favor of higher rates. 

Full cargo markets have been devoid of important fluctua- 
tions in the last week. While the supply of available vessels 
has been below normal, this has been offset by a virtual disap- 
pearance of demand for space for export grain, with the result 
that the market has been characterized only by the absence of 
activity. 

The existing deadlock cannot continue indefinitely. Rates 
are maintained on a fairly stable basis, and it is evident that 
no further downward revisions are to be expected. The next 
change will unquestionably be upward, but is not anticipated 
until a resumption of foreign purchasing forces shippers into 
the market for vessel space. 

Apparently foreign buyers of wheat did not take advantage 
in the break in prices recently to acquire stocks, and they are 
withholding commitments in the face of later aggressive upbid- 
ding of prices. The present rising quotations are based upon a 
prospective shortage in world supply, which, if it materializes, 
will result in an increase in shipments. The general belief in 
New York is that further advances in charter rates may be 
expected in the early autumn. 

The export coal trade continues inactive. One vessel was 
chartered during the week from Hampton Roads to Rio: de 
Janeiro at $3.30 a ton, and further business is available at that 
figure. More business is reported in the West Indies-European 
sugar trade, with rates ranging from 17 to 18 shillings a ton. 
The Gulf lumber trade is stronger, with fixtures of vessels at 
$16.50 to $17 a 1,000 board feet. Lumber rates from the Gulf to 
the West Indies have been stronger, due to the withdrawal of 
vessels to the more profitable European trades. 


In a statement prepared by H. B. Walker, president of the 
American Steamship Owners’ Association, for the Senate com- 
mittee on finance in opposition to the proposal for a duty of $1 
a barrel on imports of crude petroleum, it is pointed out that 
such a duty would work an injustice on the American ship- 
owner by adding to the handicap of “the already excessive oper- 
ating costs he is forced to shoulder in competition with foreign 
tonnage.” 

Figures of the Department of Commerce are quoted to show 
that there are under the American flag seagoing merchant ves- 
sels aggregating in all some 9,000,000 gross tons, which are oil 
burning; in other words, more than 87 per cent of the entire 
total tonnage of American seagoing ships. The proposed duty, 
it is stated, would bring about an increase in the price of fuel 
oil and would serve to hasten the depletion of our national 
Petroleum resources which would have the ultimate effect of 
leaving the industry, and consequently the shipowner, solely 
dependent upon foreign sources of supply. At the same time it 
is stated all other users of petroleum products would be forced 
to pay higher prices. 

__ The Central West-European Transport Company has estab- 
lished a weekly cargo service between Cleveland and Antwerp, 


| Rotterdam, Hamburg and London, with the first sailing sched- 


uled for this month. The new service will place shipments in 
European ports in seventeen to nineteen days. The vessels have 
capacity for 1,600 tons dead weight cargo. The company is 
sponsored by Steven Bros. of Leith, Scotland, and has headquar- 
ters in Detroit in charge of T. C. Steven. The Cleveland office 
is in charge of C. F. Wood. 

F. A. Parker, chairman of the special split delivery case of 
the Shippers’ Conference of Greater New York, in a communi- 
cation to members of the conference says a brief of exceptions 
to the examiner’s report in the split delivery case is being pre- 
pared for the Shipping Board. 

A reduction of the transpacific rate on raw silk from $4.50 
4 hundred pounds has been voted by the Japan transpacific con- 





ference in Tokyo. The reduction is said to have been voted 
because the Kawasaki Line had been quoting rates below those 
of the conference lines. The Kawasaki Line recently inaugu- 
rated a monthly direct service between Yokohama and Portland. 

Robert C. Thackara, chairman of the United States Inter- 
coastal Lumber Conference, announced the continuance of the 
open lumber rate throughout September. A considerable vol- 
ume of lumber business is reported to have been placed lately 
at $10. The conference rate has been open since July 1. 

H. M. Runyon, Pacific Coast representative of the United 
States Intercoastal Conference at San Francisco, reports savings 
from the weighing and inspection bureau of the conference, which 
has only been in operation a short time. The bureau is designed 
to eliminate misclassification of commodities on the part of 
unscrupulous shippers in the intercoastal section. Already the 
bureau has bared numerous cases where commodities were de- 
scribed in order to obtain a rate they were not entitled to in 
the official tariff. According to Mr. Runyon, the system would 
save carriers in the intercoastal trade $1,000,000 in the course 
of a year, if they would all subscribe to the constructive doc- 
trine. 

With the proposed admission of the Bruusgaard Line into 
the Pacific Coast-Europe Conference, this group will claim the 
distinction of being the only 100 per cent conference in the 
United States. Desire of the line to join the other foreign com- 
panies in the stabilizing rates and service in the Pacific Coast- 
United Kingdom-Continent section has been expressed by the 
Norwegian owners in Oslo, through Ernest E. Johnson, Pacific 
Coast general agent at Portland. 

Anticipating a heavy export movement of apples from the 
Pacific Northwest, the North Pacific Coast Line, operated jointly 
by the Royal Mail Steam Packet and Holland-America com- 
panies, has scheduled eleven extra refrigerator sailings for the 
ensuing season. From September 30 to March 17, 1930, the line 
will have twenty-eight sailings, constituting the heaviest apple 
season schedule in the history of the line. 

It is announced that the new coastwise service employing 
tonnage owned by Sudden & Christenson and the Hammond 
Lumber Company will be known as the Christenson-Hammond 
Line. The service originated by pioneers in the coastwise trade, 
is expected to develop widely. It faces a test, as it comes into 
being during the rate war being waged by coastwise operators 
who are said to be losing money in order to stand by their guns. 
Movement of freight continues heavy at exceptionally low prices, 
the shippers observing the battle from the side lines and taking 
advantage of the smoke. 


TEXAS PORTS 


For the benefit of shipowners, shippers and others interested 
in the movement of waterborne commerce, the bureau of op- 
erations of the Shipping Board, in cooperation with the board of 
engineers for rivers and harbors of the War Department, has 
issued a new volume containing revised data on the port of 
Texas City, Tex., and information on the new port of Corpus 
Christi, Tex. 

According to the new volume, the modern facilities provided 
by the port of Texas City have had a great influence in attract- 
ing business through the port. In planning the character and’ 
layout of the facilities, the interests of both the ship and the 
shipper were kept in mind. As a case in point, it may be pointed 
out that the modern mechanical equipment provided for han- 
dling bulk materials has been instrumental in attracting the 
very important sulphur movements through this port. Facilities 
for handling sugar are also provided, the Texas Sugar Refining 
Company operating a plant near the waterfront, where large 
quantities of raw sugar imported from Cuba are refined. 

The report shows that the total commerce of the port of 
Texas City increased from 263,280 tons in 1917 to 3,661,049 tons 
in 1921, and 4,116,899 tons in 1926. The most important com- 
modities of the import business were petroleum and sugar, the 
former constituting 77 per cent, and the latter about 21 per cent. 
of the total imports for the 10-year period 1917 to 1926. For 
the same period, petroleum again led all other commodities in 
point of, export tonnage, constituting about 52 per cent of the 
total. Grain, including wheat and rice, ranked second in this 
traffic, comprising 28 per cent. Sulphur took third place among 
the exports, averaging over 13 per cent of the total. 

The report states that the future development of commerce 
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through Texas City must be based, as it has been in the past, 
upon the excellent facilities which the port affords for the eco- 
nomical storage and handling of traffic. 

The new port of Corpus Christi, the report shows, was 
opened to traffic in 1926 and has had a remarkable develop- 
ment. Prior to this date the bulk of the business which now 
moves through the port was carried to other Texas ports, where 
the distances by rail were from 100 to 200 miles greater. The 
creation of this port has thus meant already a saving of several 
million dollars to the shippers of the territory served. 

This modern terminal, together with its facilities, was de- 
signed by a representative of the Shipping Board so as to allow 
for future expansion. 

Since the construction of the port many new industries have 
been attracted to the city, among which are cold storage ware- 
houses and three high-density cotton compresses. 

As shown by the tables included in the report, the total 
waterborne commerce of the port of Corpus Christi for the cal- 
endar year 1926 amounted to 54,941 tons, increasing to 991,654 
tons in 1927. The chief item of export is cotton. 

Corpus Christi is a new port with a very promising outlook. 
There is a large amount of cargo available in the territory in 
which it enjoys a rate advantage, as well as in the territory 
from which railroad rates are on a parity with other Texas ports. 


INCREASED SERVICE FOR O. & O. SHIPPERS 


With the sailing from San Francisco of the Golden Hind 
August 3, the Philippine Island ports of Zamboanga and Davao 
will be made regular ports of call, receiving a forty-two-day 
service according to F. F. Allen, assistant traffic manager, 
Oceanic & Oriental Navigation Company, of whose oriental 
service the American-Hawaiian Steamship Company is man- 
aging agent. Iloild and Legaspi will also receive a regular 
forty-two-day service, beginning with the Golden Dragon Au- 
gust 24, said Mr. Allen, who believes that, by extending regular 
service to these ports, trade between San Francisco and the 
Philippines will be materially stimulated. Following the sail- 
ings of the Golden Hind and Golden Dragon, alternate vessels 
will make these new ports of call regularly. 


HOG ISLAND PLANS 


The Shipping Board has under consideration proposals of 
Philadelphia interests for converting Hog Island, the great war- 
time shipbuilding property of the Government at Philadelphia, 
Pa., into a marine terminal and airport. 

The proposals were discussed July 16 in a conference be- 
tween Chairman O’Connor, of the board, and Mayor Mackey, of 
Philadelphia, and others. It was stated that another meeting 
would be held in the near future. 


WOOD SHIPS TO BE BURNED 


Permit for the burning of another block of the wood ships that 
the Shipping Board sold to private interests for scrapping sev- 
eral years ago has been granted by the United States engineer 
for the Washington (D. C.) district. The purchasers of the 
ships, after dismantling the vessels, have been destroying the 
hulls by fire, with the permission of the government. The ships 
are anchored in the Potomac River. 


OCEAN RATES FROM C. F. A. 


An agreement under which members of the Gulf-United 
Kingdom Conference are to have complete freedom of action 
in making ocean rates on traffic from Central Freight Associa- 
tion territory moving through Gulf ports to United Kingdom 
ports, regardless of rates applicable from other United States 
ports, was approved by the Shipping Board, July 17. The agree- 
ment was filed in compliance with section 15 of the shipping 
act of 1916. 

This agreement supersedes an agreement approved by the 
board February 1, 1927, providing that in making ocean rates 
on traffic originating in Central Freight Association territory 
and moving through Gulf ports tc United Kingdom ports, the 
Gulf conference could not establish lower ocean rates than the 
ocean rates applicable from north Atlantic ports to the same 
destinations. 


SHIPBUILDING IN FRANCE 


Merchant tonnage under construction in France at the end 
of the first quarter of 1929 totaled 155,000 gross tons, as com- 
pared with 103,000 gross tons at the end of March 31, 1928, 
according to a report from Consul Damon C. Woods, Paris, made 
public by the Department of Commerce. , 

In the opinion of the French Minister of Public Works, the 
year 1928 marked the extreme of the post-war crisis of French 
shipbuilding. The increased French tonnage to 3,800,000 in 


1922, as compared with 2,300,000 before the world war, has now 
declined 500,000 tons; it is still more than a million tons in 
excess of that in 1913, however. 
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The law of August 2, 1928, has been effective in aiding jp 
the recovery of French shipbuilding. This law places 1,000,099. 
000 francs, or $39,100,000, in annual installments of 200,000,005 
francs, or $7,820,000, at the disposal of French navigation com. 
panies. Loans from this fund are made at low interest Tates 
under conditions favoring construction in French shipyard; 
From August 2, 1928, to May 10, 1929, the creditts actual; 
extended or arranged comprised a total of 220,000,000 francs, or 
$8,620,000. The largest single item was a loan of 40,000,009 
francs, or $1,564,000, to the Compagnie Generale Transatlantiqye 
to facilitate the building of the Lafayette. Orders already passe, 
for ships based on these credits totals 48,000 tons. 


APPROVES FLYING SCHOOLS 

Five flying schools, the first to receive the government 
stamp of approval under the recent Bingham amendment to the 
air commerce act, have just been issued “Approved School” ce. 
tificates, both for ground instruction and flying training, by the 
Department of Commerce, according to Clarence M. Young, qj. 
rector of aeronautics. 

The Embry Riddle Flying School of Cincinnati, O., and the 
Airtech Training School of San Diego, Calif., are now officially 
rated by the department as “Transport,” “Limited Commercial,” 
and “Private Flying Schools.” Parks Air College, Inc., of East 
St. Louis, Ill, is rated “Transport” and “Limited Commercial,” 
the Aero Corporation of California, Los Angeles, “Limited Com. 
mercial” and “Private” and the D. W. Flying Service, Inc., of 
LeRoy, N. Y., “Limited Commercial.” 

To increase the safety of aviation, the new law provides 
that the Secretary of Commerce shall by regulation provide for 
the examination and rating of civilian schools giving instruction 
in flying—as to adequacy of courses of instruction, as to suits. 
bility and airworthiness of equipment, and as to competency 
of instructors the examinations and ratings being made 
upon request of the owners or representatives of the air naviga- 
tion facilities or schools. 


AERONAUTICS TRADE DIVISION 


Because of the expanding foreign markets for American 
aircraft, parts, accessories, and allied products and the demand 
for current facts pertaining to aeronautic developments abroad 
an aeronautics trade division has just been established in the 
Bureau of Foreign and Domestic Commerce of the Department 
of Commerce to specialize in the collection and dissemination 
of the necessary information, O. P. Hopkins, acting director, 
announced July 17. 

The new division is headed by Leighton W. Rogers, formerly 
American commercial attache at several European capitals and 
executive officer of the International Civil Aeronautics Con- 
ference held in Washington last December. A major in the air 
air corps reserve, Mr. Rogers was in charge of the department's 
program for the development of overseas markets for aeronalti- 
cal products while this phase of the department’s activities was 
under the transportation division. 

With the cooperation of the 56 foreign offices of the Bureau 
of Foreign and Domestic Commefrée, of which the new division 
is a part, and of the consulates throughout the world, the poten 
tialities of export markets for American aeronautic products will 
be ascertained, and data concerning the activities of foreign 
makers, the rates and operation results of airline schedules in 
other countries, their airports traffic regulations, and aviation 
insurance will be collected and compiled. The division will co 
operate closely with the aeronautics branch of the department 
under Assistant Secretary of Commerce W. P. MacCracken, Jr. 

The division will be divided into sections. The trade sec 
tion, headed by Fowler W. Barker, will deal primarily with the 
most effective trade methods in building up markets and avoid 
ing distribution wastes. Mr. Barker was on the staff of the 
International Aeronautics Conference, and has had experience 
as a pilot and in saleswork in the aeronautics industry. At 
other section of which Brower V. York is chief, will compile 
and disseminate information relative to the activities in aere 
nautics in other countries. Courts D. Rea has been appointed to 
assist Mr. Barker in the trade promotive work. 


The Traffic World may be found on sale at the following places: 
Chicago—The Traffic World, 418 South Market Street. 
Chicago—Postoffice News Co., 37 West Monroe Street. 
Washington—Traffic Service Corporation, Mills Bldg. 
17th and Pennsylvania. 

Washington—New Willard Hotel News Stand. 

New York—Hotaling’s News Stand, Barclay street 
entrance, Woolworth Bldg. 

The Traffic World may be read on the following trains: . 
Great Northern Railroad—Oriental Limited and Wint- 

peg Limited. 7 
Lehigh Valley Railroad—Chicagoan, New Yorker, Lehigh 
Limited, Philadelphian, and Philadelphia - New York 
press. 
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Twelfth of a Series of Twenty-Six Articles on This Subject Written for The Traffic World by 
G. Lloyd Wilson, Ph.D., Professor of Commerce and Transportation, 
University of Pennsylvania 


Rail-and-Water Route Tariffs and Tariffs:of New Lines 


are engaged in the transportation of freight in 
interstate commerce over joint routes partly by 
rail and partly by water. The routes include: 

1. Coastwise steamship and railroad routes via North 
Atlantic, South Atlantic, Pacific and Gulf of Mex- 
ico ports. 

2. Great Lakes steamship and rail routes. 

3. Inland river and rail routes. 

4. Canal and railroad routes. 

Through transportation by some of these routes is 

) practicable throughout the year but on others must be sus- 

S pended during the winter months when the harbors or slow- 

| water stretches are fozen over and navigation is impossible. 
The joint through rail-and-water rates must, therefore, be 
suspended during these periods. 

The tariffs that contain rail-and-water or all-water 
rates applicable via routes on which it is necessary to close 
navigation for a portion of the year are required to provide 
for the restoration and the discontinuance of the service 
by appropriate provisions in the tariffs. 

In the first place, a notation must be placed on the 
title page of each tariff naming rates subject to suspension 
and restoration, stipulating that transportation service in 
connection with the water carrier or carriers named is 
subject to restoration and suspension as provided in the 
tariff at an indicated page. A typical rail-and-water route 
tariff carries the following notation on its title page. 


The rates named herein, for rail-and-water and all-water trans- 
portation, are subject to suspension at the close of navigation and 
restoration on the opening of navigation of C. and B. T. Co.; C. and 
C. » and M. and B. D. and N. Co. on notice as provided on 
page A 


M =, rail lines and a number of carriers by water 


Indefinite Navigation Season 


If it is impossible. for the carriers to determine in 
advance the definite dates on which navigation will be dis- 
continued and restored each season, there must be a state- 
ment under the heading of the application of the rates in 
the tariff providing the joint rail and water rates announcing 


that shipments are accepted by the carriers parties to the - 


tariff during the period of each year starting approximately 
thirty days prior to the first sailing from the port of trans- 
shipment and running to a date that will allow sufficient time 
to reach the port of transshipment prior to the last sailing. 
The dates of the first and last sailings must be estimated 
from the experience of previous years with respect to the 
opening and closing of navigation. 

The tariff reference must show that the carriers parties 
to the tariff accept freight only between these dates for 
transportation on the vessels of the water carrier or car- 
ners named in the tariff, except that shipments are accepted 
irom the date prior to the closing of navigation shown as 
the last date on which shipments are accepted until a date 
atnounced by supplements to the tariff announcing the close 
of navigation. Shipments accepted in the period between 
the final date shown in the tariffs and the final dates pro- 
vided in the supplements are subject to the condition that 
all freight left on hand at the port of transshipment after 
the actual closing of navigation either for lack of space on 


— 


iu Ce: A: Tariff Bureau, Freight Tariff No. 218-D, I. C. C. No. 
14, title page. 


the vessels sailing after the arrival of the freight or be- 
cause the freight arrived at the port after the last Vessel 
of the navigation season has sailed, will be forwarded from 
the port of transshipment to the final destination via an 
all-rail route. Freight forwarded in this manner is subject 
to the tariff rates applicable via the all-rail route applicable 
on the date of shipment of the goods from the point of 
origin. 

For example, a shipment forwarded from New York 
to Duluth, routed via rail to Buffalo, and lake steamer 
beyond, would pay, if forwarded all-rail from Buffalo be- 
cause of lack of space on arrival after the close of naviga- 
tion, on the basis of the all-rail rate from New York to 
Duluth applicable on the date of original shipment via the 
route of the originating carrier via Buffalo and its connect- 
ing lines to Duluth. 

The bills of lading, shipping receipts, and way-bills 
covering shipments, forwarded for these reasons from the 
ports at which it was expected they would be transshipped, 
are required to bear notations indicating that the forwarding 
via all-rail routes was necessary because of the arrival of 
the freight too late for its accommodation via the water 
carriers. 

Supplements that announce the final dates on which 
shipments will be accepted for rail-and-water transporta- 
tion under the tariffs and their effective supplements must 
be filed with the Commission and posted at points from 
which the rates apply not less than one day in advance of 
the final date of acceptance.” 

The dates on which final instructions for forwarding 
shipments for transportation via rail-and-water routes are 
received are considered the dates of acceptance, in apply- 
ing these provisions. The dates for the restoration and 
discontinuance of water service must be shown in bold face 
type in the tariffs or supplements, that carry the rail-and- 
water or all-water rates subject to suspension and restora- 
tion. 

A set of rules for the restoration and suspension of 
rates provides as follows: 

In anticipation of opening of navigation of the: C. & B. T. Co.; 
. C. F. Co. (Genesse Dock, N. Y. to Coburg, Ont.); D. & C. N. Co.; 
M. & B. D. & N. Co. (Conneaut Harbor, O., to Erieau, Ont., or Port 
Stanley, Ont.); Pa.-O. T. Co. (Astabula Harbor, O., to Port Burwell, 
Ont.); tT. H. & B. N. Co. (Ashtabula, O., to Port Maitland, Ont.). 
Restoration of the rail and water rates contained in this tariff 
and in effective supplements thereto which were in force on the 
date the rates were last suspended, or which have subsequently been 
made effective, will be announced by supplement to this tariff which 
will be filed with the Interstate Commerce Commission, ‘be posted 
at stations from which rates apply and become effective not less 
than three days thereafter. 
The effective date of this tariff is as shown on the title page, 


and therefore no supplement announcing restoration of rates is re- 
quired for season of 1926. 


Suspension of Rates 


The rates in this tariff and in supplements thereto for rail-and- 
water transportation are effective only during the season of naviga- 
tion of the C. & B. T. Co., March 20 to Nov. 15; D. & C. N. Co., 
March 20 to Nov. 15; M. & B. D. & N. Co., to December 15; O. C. F. 
Co., until Novermber 1; Pa.-O. T. Co., until December 15; T. H. & 
B. N. Co., until December 15. 

From that date and until announced by supplement to this tariff 
of the date which wholly suspends rates for the season, shipments 
will be accepted under this tariff only subject to the provision that 
in the event of such shipments being in excess of the available vessel 
capacity at time of arrival at port of transhipment or of arrival too 
late for forwarding by vessel, the same will be forwarded via all- 
rail route and be subject to the tariff rates via such all-rail route 


Tariff Circular No. 20, Rule 12, b. 
*Rule 12, b, and note. 
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in effect on the date of shipment from the point of origin; shipping 
—— bills of lading and waybills must bear notation~ to this 
effect. 

The supplement announcing the close of navigation and the sus- 
pension of rail-and-water rates named in this tariff and in its effect 
supplements will be filed with the Interstate Commerce Commission, 
and will be posted at stations from which the rates apply not less 
than three days in advance of the date upon which the rates will be 
suspended from points of original shipment.‘ 


Definite Navigation Season 


In cases where the navigation season is of definite duration 
so that definite dates for the restoration and discontinuance 
of transportation service for each season can be determined 
in advance, a different rule is published in the tariffs carrying 
the rail-and-water or all-water rates. This rule is also shown 
in the tariffs under the heading of the application of the rates. 

Under the terms of this rule, shipments are accepted by 
the carriers parties to the tariffs in the period from thirty 
days prior to the first sailing from the port of trans-shipment 
to a date which allows sufficient time for the shipment to reach 
the port of trans-shipment prior to the last sailing each year 
for transportation on the vessels of the water carrier or carriers 
parties to the tariff. 

Shipments are accepted after the latter date until a final 
date, subject, however, to the condition that freight left on 
hand at the port of trans-shipment after the closing of naviga- 
tion because of lack of space aboard the vessels sailing from 
the port after the arrival of the freight, and all freight reaching 
the port of trans-shipment after the last sailing of the season, 
will be forwarded via all-rail routes. Such shipments are sub- 
ject to the tariff rates applicable via the all-rail routes in effect 
on the dates the shipments are forwarded from the points of 
origin. The shipping papers must bear notations showing the 
status of the shipments. No supplements announcing the dates 
of discontinuance of transportation service are issued to tariffs 
in which the definite dates of suspension and restoration of 
service are given.® <A typical rail-and-lake rate tariff, pub- 
lished by the Great Lakes Transit Corporation, provides that 
transportation service in connection with this carrier is sub- 
ject to restoration and discontinuance according to the terms 
of the following rule: 


Shipments will be accepted by carriers parties to this tariff dur- 
ing the period from March 20 to November 1 of each year, for trans- 
portation on the vessels of the Great Lakes Transit Corporation. 
Shipments also will be accepted from the latter date until the date 
announced by supplements to this tariff, subject to the condition 
that all freight left on hand at the port of transhipment after the 
closing of navigation for lack of space on vessels sailing after the 
arrival of such freight, and all freight reaching the port of tran- 
shipment after the last sailing of each season of navigation, will 
be forwarded via all-rail routes and subject to the tariff rates, ap- 
plicable via such all-rail routes in effect on the date of shipment 
from the point of origin of the shipment. In such cases shipping 
receipts, bills of lading and way-bills must bear notation to that 
effect. Supplements announcing the final date upon which shipments 
will be accepted for transportation, under this tariff and_ effective 
supplements thereto, will be filed with the Interstate Commerce 
Commission and posted at points from which the rates apply not 
less than one day in advance of such date. 

Note—In applying the provisions of the preceding paragraph, the 
date on which final instructions for transportation via the water line 
(The Great Lakes Transit Corporation) are received will be con- 
sidered the date of acceptance of the shipment.® 


Supplements 


Supplements to tariffs that announce the restoration and 
discontinuance of transportation service, as provided in Rule 
12 of the tariff circular of the Commission, may be filed with 
the I. C. C. and posted at points from which the rates apply 
on not less than one day’s notice by noting on the supplements 
a reference to the rule of the tariff circular. Only one such 
supplement may be in effect at any one time, and the supple- 
ments containing discontinuance or restoration notices may 
not contain any other matter. Moreover, supplements of this 
type are not governed by the regulations of the tariff circular 
that limit the amount of matter that may be contained in 
supplements.’ 

Reissues of Tariffs 


Tariffs that contain rail-and-water or all-water rates are 
permitted to be reissued or amended at any time in the same 
manner as other tariffs, except that those containing the pro- 
vision for the suspension and restoration of service, when the 
definite dates of the service cannot be determined in advance, 
made effective subsequent to the dates of the actual discon- 
tinuance of the service, are required to contain a statement 
announcing that service was discontinued on a specified date 
in a supplement to the tariff and, for this reason, no supplement 
announcing the discontinuance of the service was filed.* 
The Commission has required that tariffs containing provisions 


hy A. Tariff Bureau, Freight Tariff No. 218-D, I. C. C. 1814, 
page ° 

‘Tariff Circular No. 20, Rule 12, c. 

*Great Lakes Transit Corporation, Tank i. C..C. 
TRules 9b and Rule 12d. 
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governing the suspension and restoration of service that a 

at variance with those discussed above, must be supplemen, 

or reissued for the purpose of making them conform to thes 

specifications, 7 
New Services 

An administrative ruling of the Commission governs Tate 
from, to, or via newly constructed lines of road and Ley 
established service via water carriers.° Rates and charg, 
in such cases may be established, in the first instance ,, 
filing and posting tariffs on not less than one day’s Notice, 

Once established, the rates and charges may be Changy 
only in accordance with the provisions of the interstate cp, 
merce act, except that, where combinations of through Tate 
have become effective between points on the newly establish 
line and points on other lines, by the establishment of locy 
rates between points on the new line or service, the combinatiy 
through rates may be displaced on not less than one (gy, 
notice by other rates that produce lower charges than the cp, 
bination rates. These new through rates may be establishy 
within sixty days after the effective date of the local Tat 
applicable between points on the new line or service. 

The tariffs or supplements that publish the rates ip th 
first instance must contain a notation on the title page ty 
they are issued on one day’s notice under the authority cq 
ferred by Rule 57, of Tariff Circular No. 20. If only a portig 
of the rules, rates, or charges in the tariff or supplement gy 
established on the authority of this rule, the notation need yy 
be shown on the title page but must be shown in connectiy 
with the rates, charges, classification, rules, or regulatio, 
where they are shown in the tariff or supplement.” 

The class or commodity rates established on special sho 
notice by new lines or services may not be reduced or dé 
placed by other class or commodity rates established later; 
the same manner. Commodity rates may be established une 
the authority conferred by Rule 57 within the sixty-day per 
prescribed, notwithstanding that class rates may have be 
established between the same points; that is, class rates my 
not be displaced by other class rates or commodity rates \) 
other commodity rates on special short notice, but class rats 
may be supplemented by the establishment of commodity rat 
within the prescribed period. 


The carriers and tariff publishing agents interested in th 
publication of rates from, to, or via newly established lins 
should be notified as far in advance of the opening of tk 
service as possible so that rates may be established that wil 
give the carriers and shippers the fullest possible use of tk 
newly contructed lines or newly established services. 


These specifications governing the construction of rata 
charges, rules, classifications and regulations apply with equ 
force to newly constructed rail lines, newly constructed branches 
and extensions of existing railroad lines, newly built spur« 
industrial tracks, newly laid pipe lines, and newly inaugurate 
water transportation services.” 





5Rule 12, e. 

*Administrative Ruling 57, Tariff Circular No. 20. 
*Rule 57, c. 

“Rule 57, a, and e. 





CONDITION OF LOCOMOTIVES 


Fewer locomotives were in need of repair on the Class! 
railroads of the United States on July 1 than at any time silt 
the railroads began the compilation of these reports in 1!) 
according to the car service division of the American Railwy 
Association. 

Locomotives in need of repair on July 1 totaled 7,453 # 
thirteen per cent of the number on line. This was a reduciill 
of 350 locomotives or 4.5 per cent compared with the be 
previous record established on June 1, 1929, at which tip 
there were 7,803 locomotives or 13.6 per cent awaiting repaili 

The number of locomotives in need of repair on July! 
was a reduction of 512 compared with the number on June li 
at which time there were 7,965 or 13.8 per cent. 

Locomotives in need of classified repairs on July 1 total 
4,152 or 7.2 per cent, a reduction of 305 compared with June li 
while 3,301 or 5.8 per cent were in need of running repails,! 
decrease of 207 compared with June 15. 

Class I railroads on July 1 had 5,411 serviceable locowt 
tives in storage compared with 5,592 on June 15. 






NUMBER OF RAIL EMPLOYES 


Class I railroads had 1,714,933 employes the middle of Mi 
according to compilations made from carrier reports by t 
bureau of statistics of the Commission. This represented ! 
decrease of three-tenths of one per cent as compared with th 
number in May, 1928, and of 4.36 per cent as compared ¥! 
the number in May, 1927. 
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Motor Vehicle Transportation 









OVETDS raty 

1 and ney 

= charge 

instance, jy “For the class of highly perishable commodities, including 
} notice, FARM MOTOR TRANSPORT SYSTEMS strawberries and other berries, cantaloupes, grapes, peaches, 
7 be changy Development of organized motor truck systems for trans- watermelons, asparagus, beans, cucumbers, greens, peas, pep- 
erstate conf porting perishable farm commodities to markets from producing pers, spinach and tomatoes, the motor truck records accounted 
hrough ris regions within a radius of 250 miles and for distributing produce for 4,703 equivalent carloads in 1928 and, assuming that these 
Y establish from large markets to smaller towns within a similar area is records were 80 per cent complete, a total motor truck move- 
lent of lof predicted by marketing officials of the Bureau of Agricultural ment of about 5,879 carloads of these commodities is indicated. 
combinatin fi peonomics of the Department of Agriculture. The establishment The movement of these commodities by rail and boat last season 
i Oe day MN of motor trucking systems as feeders to railroad concentration totaled 5,496 carloads. 

han the cop oints for long hauls is also regarded as a possibility. “The survey disclosed that Philadelphia and New York City 
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“Although there has been a rapid increase in the use of 
motor transportation of farm products in the last few years from 
established producing areas and from new growing regions for- 


establishy 
> local rate 
ce, 









rates in thf merly outside the range of wagon haul to cities, the motor trans- 
le page thy port business from farm to market is as yet practically unor- 
uthority cu ganized and for the most part is in the hands of independent 
ily a portiafi truckers,” says the bureau. “More or less organization already 





exists, however, in the distribution of produce from cities to 
small towns. 

“The government marketing officials believe that, as in the 
case of motor bus and airplane transportation, it is only a ques- 
tion of a short time when the railroads, which have been facing 
increasing competition in motor truck transportation both from 
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uced or df producing areas to consuming markets and in the distribution 
shed later nf of produce from cities to small towns will organize transport 
lished undef systems which will furnish shippers and dealers a unified service. 
ty-day periai 





Truck Receiptts Reported 








y have bea 

3S rates mi “Motor truck transportation of fruits and vegetables has 
lity rates ye become so large a factor in the handling of the nation’s food 
t class ratsime supply that the Bureau of Agricultural Economics is now re- 





porting motor truck receipts in its daily and weekly market 
news services at seven large consuming markets: New York, 
Boston, Cincinnati, Denver, Salt Lake City, Los Angeles, and 
Portland, Ore. The reporting of rail and boat shipments en route 
and those expected to arrive at markets within the ensuing 24 
hours has been one of the important features of the bureau’s 
market news system which has enabled shippers and dealers 
to estimate probable market supplies, but no method has been 
found as yet for making similar reports on motor truck ship- 
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on of rattit ments, 
J — ad “The unorganized character of the motor truck business in 
vk aaa fruits and vegetables makes it practically impossible for the 





bureau to ascertain en route shipments, save in unusual cases 
sich as out-of-state shipments from Delaware, where the move- 
ment northward passes through a virtual ‘bottle neck.’ The 
situation is complicated further by the more or less general 
appearance over the country of itinerant peddlers who buy truck- 
loads of farm produce in, say, Florida or Colorado, to be retailed 
in less-than-carload quantities to grocers in small towns in other 
nearby states. 
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Eastern Shore Survey 


the Class : “The increasing importance of the motor trucking of farm 
y time SUCRE products is shown in a recent survey of the situation in Dela- 
orts in WMware and the eastern shore of Maryland, made cooperatively 
can Rail¥iMby the Bureau of Agricultural Economics and the Delaware 
State Board of Agriculture. This survey showed that during 
led 7,453 “HBS the 1928 marketing season the shipments of fruits and vegetables 
- ey by rail and boat aggregated 44,616 carloads, as compared with 
th the * 862 equivalent carloads reported by motor truck. It is as- 
which a sumed that these motor truck records represented only 80 per 
ting pe cent of the total motor truck shipments, which would make 
Tons Mee ve total movement 7,327 equivalent carloads of fruits and vege- 
on June “MS tables by motor truck, or 14 per cent of the total movement 
ily 1 totale from the area. 

vith June fi Vj “The motor truck movement from the eastern shore of 
1g repairs, § ginla was equivalent to approximately 811 carloads, com- 
pared with 2,421 for the eastern shore of Maryland and 2,391 
able locolt “ Delaware. These figures are exclusive of reported mixed 
Tuckloads of fruits and vegetables equivalent to 239 cars. The 
survey disclosed that motor truck transportation is favored 
‘specially in connection with the movement of the highly perish- 

able and more expensive commodities. 
ddle of Matt rai) Strawberry shipments from the eastern shore section by 
orts by Mle and boat last season totaled 2,121 carloads, compared with 
presented ! ee motor truck movement equal to 2,396 carloads. Avail- 
a with to te © records indicate that in 1926 the rail shipments of straw- 
ared wil oe were 2,862 cars, compared with 1,086 ‘carload equiva- 
” “uts’ reported by motor truck, thus showing a large increase 


0 th 





© use of the motor truck during the last two years. 





are the principal destinations of motor truck shipments from 
the eastern shore, these two markets having received about 82 
per cent of the motor truck shipments last season. Philadel- 
phia received about 43 per cent of the quantity recorded, and 
New York and Newark together received about 46 per cent. 
The length of haul to Philadelphia from some of the important 
producing districts of the eastern shore is about 125 miles, and 
to New York about 225 miles. There was also a considerable 
movement by motor truck to the smaller cities, particularly in 
Pennsylvania, although this movement represented only about 
7 per cent of the total motor truck movement reported. Straw- 
berry shipments by truck were reported to 21 Pennsylvania mar- 
kets exclusive of Philadelphia. 


Advantages of Using Trucks 


“The ease of handling motor truck shipments is the chief 
reason given by shippers for the increasing use of this means 
of transportation. The truck is loaded at the farm and trans- 
ported direct to dealers’ stores in consuming markets. Delays 
incident to hauling to rail shipping point and of unloading into 
trucks at receiving markets are eliminated. The principal ad- 
vantages on the eastern shore are reported to be the saving 
in time of transportation; elimination of extra handling at des- 
tination and for some crops at shipping point; elimination of 
the necessity for icing shipments of highly perishable com- 
modities, and establishment of closer contact between shipper 
and city dealer. 

“The chief disadvantages are the inability of city dealers 
to determine in advance the available supply on the market 
on any day as accurately as in the case of shipments by rail 
and boat; the inability as compared with highly perishable com- 
modities arriving in refrigerator cars to hold over the truck 
shipments when market conditions are unsatisfactory; the de- 
pressing effect upon prices when an oversupply of truck ship- 
ments must be sold immediately or placed in storage, and lack 
of uniform trucking rates. 

“An important development of the motor trucking of fresh 
fruits and vegetables is the creation of new consumption out- 
lets in rural districts. This is brought out in a recent com- 
munication to the Bureau of Agricultural Economics from one 
of its representatives in southern Illinois. He says: 


In so far as supplies are available, the movement by motor truck 
is working a revolution in the selling of fruits and vegetables in 
the corn and coal belts of Illinois and nearby areas in Indiana, south- 
east Missouri, northeast Arkansas and northwest Kentucky. The 
trade was formerly supplied through wholesale dealers who obtained 
their supplies from St. Louis, Memphis, Chicago and Indianapolis. 
The trucking movement avoids these primary markets for the most 
part and goes direct to the retailer, consumer and wholesaler in 
the smaller cities and towns. This has made an enormous outlet for 
second-grade fruit by increasing the total consumption of these fruits 
and — in the rural districts which were formerly poorly 
supplied. 


EXPRESS HIGHWAYS FAVORED 


Joint resolutions providing for the creation of a federal 
motorways commission, introduced recently in Congress by Sen- 
ator Phipps, of Colorado, and Representative Robison, of Ken- 
tucky, have the support of the American Road Builders’ Asso- 
ciation. 

The proposed commission, which would first consider the 
question of a national system of express motorways, would be 
composed of two senators, two representatives, an official of 
each of the six government departments of labor, agriculture, 
post office, commerce, war and treasury, and a civilian experi- 
enced in industrial, military, aviation and traffic problems. This 
group would study suggestions that have been made to relieve 
traffic congestion and then report with recommendations to the 
President and Congress. The resolutions call for a non-salaried 
commission. 

According to Charles M. Upham, secretary-director of the 
American Road Builders’ Association, much good can be accom- 
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plished by a motorways commission, and he has offered the 
research facilities of the road builders’ to aid in the investiga- 
tion. 

“Highway planning of today must be with traffic require- 
ments of the future in mind,’ Upham declares. ‘We will need 
broader and safer highways as motor vehicle registration ad- 
vances toward the fifty million mark in the United States. Our 
state systems of gas taxation and registration fees make in- 
creased road building activity possible. Every cent of such funds 
collected must be returned to the highways, in fairness to the 
motorist. Additional finances must be obtained by issuance of 
highway bonds in many cities and counties. 

“Not only must we consider the expensive express motor- 
ways and the low-cost rural roads, but the secondary routes 
must be given due attention, and all road building coordinated 
into one great national plan.” 


LATIN REPUBLIC HIGHWAYS 


Approval of a bill that would authorize the President to 
detail United States engineers to assist Latin American coun- 
tries in determining their respective highway programs is con- 
tained in a letter from Secretary of Agriculture Hyde, given 
out by Senator Oddie, of Nevada. The letter carries an indorse- 
ment by the acting director of the budget, reporting that, in 
so far as the financial program of the President is concerned, 
there is no objection to the proposed report. 

“It is believed,’ writes Secretray Hyde, “that timely and 
valuable assistance may be rendered these countries by the 
United States, when such assistance is desired, in furnishing 
advice and assistance to their own engineers and highway offi- 
cials as to the practical operations involved in properly de- 
signing highways and bridges and in the handling of materials 
and equipment for their construction in an economical manner. 

“All of the republics to which the bill would apply have 
engineers that are well trained in the technique of road building, 
but few of them have had an opportunity to acquire practical 
experience in carrying on a highway construction and main- 
tenance program of magnitude. 

“It is believed that such information could best be made 
available by the assignment of engineers in accordance with 
the provisions of the bill, and that the detail of experienced 
engineers in the manner proposed would serve to stimulate and 
cement a more friendly relationship and better understanding 
with our sister American republics.” 


WORLD MOTORIZATION GROWS 


Rapid strides have been made in motorizing the world the 
last three years, according to Acting Chief A. W. Childs, auto- 
motive division, Department of Commerce. 

Since January 1, 1926, the world ratio of persons to the 
automobile was 71; in three years it has successively dropped 
to 66 to 1, 64 to 1, and this year 61 to 1, almost one-seventh 
lower than that three years ago. 

The United States’ high ratio of 4.87 persons to every auto- 
mobile accounts for this high world average, however; without 
it the ratio of persons in foreign countries to the automobile 
becomes 247 to 1, and excluding Canada also, it rises still further 
to 287 to 1. 

Arabia has the lowest per capita automotive registration in 
the world; one Arabian state, Asir, has 75,000 people to every 
automobile, while Yemen has 71,428 to 1, according to best avail- 
able data. Other countries, such as Afghanistan with 23,166 to 
1, and Ethiopia with 22,545 to 1, also help cause the world’s low 
ratio compared with that in the United States. 


BARGE LINE WAREHOUSING 


Allegation that the Mississippi-Warrior barge line is not 
only operating warehouses in competition with privately owned 
warehouses, but that its practices discriminate against private 
warehouses to the advantage of its own are contained in let- 
ters written by R. W. Dietrich, chairman of the committee on 
traffic and transportation, river and lake ports, of the Amer- 
ican Warehousemen’s Association, to Senator Wesley L. Jones, 
of Washington, and Representative James O’Connor, of Louis- 
iana. The letters refer to communications received by Senator 
Jones from Major General Ashburn, chairman of the Inland 
Waterway Corporation, and by Representative O’Connor from 
Secretary of War Good, both of which deny certain practices 
and defend others. 

Mr. Dietrich insists that “goods in movement is transporta- 
tion; that is the only function of the carriers, including the 
federal barge. Goods at rest is warehousing; that is our func- 


tion and we respectfully represent that, when a carrier adver- 
tises in its tariff, as the barge line does, ‘storage space must 
be booked through office of local freight agent of Mississippi- 
Warrior service at point at which storage is desired,’ it is, in 
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effect, holding out as a warehouseman and making a pig to 
the routing of freight in return for free storage, anq Such 
storage constitutes warehousing.” 


The correspondence with Representative O’Connor origina, 
with a protest by the warehousemen’s committee againgt the 
plan of the barge line to build a warehouse in St. Louis an 
to offer free storage therein for three months. Secretary 
in reply to the representative, denied the intent of the 
line to do this, saying that “the present plan merely calls for 
the construction of a relatively small warehouse there to aggg 
in meeting ordinary requirements.” Mr. Dietrich points Out thy 
the significant thing is the admission by the secretary of 4, 
fact that a warehouse is to be erected in St. Louis and that 
statement that it is intended to store freight there for “g 
able time” is capable of diverse interpretation. He quotes fn 
the barge line’s tariff, I. C. C. 176, which says that “carloads 
sugar moving into Minneapolis and St. Paul via the barge hip 
may be stored without charge at those points for a period yy 
exceeding nine months,” that “the barge line will place 
in storage, absorbing the handling cost out of the line Tate” 
that “sugar withdrawn from storage will be loaded into oy 

and no charge will be made for handling shipments gm 
of storage and loading into cars, the same being included 4 
the inbound rate.” He also says that supplement 14 to thy 
tariff “allows six months’ free storage at Minneapolis and § 
Paul on various commodities; sixty days’ free storage at Helem, 
Ark., Memphis, Tenn., and Birmingport and Holt, Ala.” ay 
adds that “after free storage, such an absurdly low charge; 
made that it is practically free storage.” 

General Ashburn, in his letter to Senator Jones, justifies th 
nine months’ free sugar storage by saying that Minneapolis js 
“icebound during three or four months.” Mr. Dietrich replig 
that, since Minneapolis is the end of the barge haul, the coné 
tion of water navigation is immaterial, aside entirely from th 
propriety of permitting the sugar to be stored nine monthsy 
compared with a maximum river tie-up of four. 


The chairman of the barge line further asserts that “th 
corporation is not engaged in warehousing business, nor cani 
be legally engaged under its charter.” But the warehousema 
insist that the services the barge line render are decidedly th 
services of warehousing. Their letter to Senator Jones quote 
from Commission decisions that it “is no part of the duty of: 
common carrier to furnish warehouses for storage of artica 
transported,” and justifying “the imposition of charges ona 
ascending scale” for such services. 


In the matter of discrimination, General Ashburn says sugr 
cannot be turned over to private warehouses on account of th 
expense involved. On this score, Mr. Dietrich’s communicatin 
Says: 
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The railroad practice on goods stored in transit in warehous 
of our members is as follows: The inbound carrier absorbs the & 
pense of switching and bringing car to its interchange track @ 
to our warehouses; the outbound carrier absorbs any swi 
expense involved in switching car away from our warehouse ort 
its interchange track with carrier serving our warehouse. 


It seems to us that the barge line is very careful of expen 
in questions of delivery to warehouses of our members, but vey 
liberal when our warehouses are prevented by the barge line 
from getting storage they formerly enjoyed. This almost seems # 
though fhe barge line tariffs were so designed; for instance, Ite 
3475-A, Supplement 7, Barge Line Tariff No. 9-F, provides tht 
‘where sugar is removed within the free time, no charge will ® 
made for handling into storage and out of storage (two 
free). When sugar is withdrawn from storage in the barge line stor 
age facilities and loaded into cars and switched to points 
the Memphis switching district, the barge line will absorb the switt 
ing charge.’’ 

If the Mississippi-Warrior barge line can afford to pay handlm 
and switching charges on goods moving from storage in its Walt 
houses to points within the Memphis switching limits, we 
it can pay such charges on goods stored in transit in the warehous# 
of our members at Memphis and other points where it makes'gut 
allowances. , 


The position of the warehousemen is then summed m# 
follows: . 


1. That the federal barge line is engaging in the warehouse but 
ness without legal warrant. 

2. That its claim that its free storage in transit arrangements # 
the same as the railroads is not correct. i 

. That its claim of approval of the free storage arrangements 
the Interstate Commerce Commission is not correct. 

4. That it is now engaging in flagrant discrimination against @ 
members in Memphis, and elsewhere, by allowing storage in trans 
eee er oe when goods are stored in warehouses owned and 0p 
ate y it. 


The 

BEG YOUR PARDON (CHICAGO TRIBUNE, JULY 15) twenty-ei 
The Scrutator column on July 1 carried quotations from 29:45 a. 
article described as an editorial from The Traffic World. same m¢ 
article, which seemed to support government operation of #@—§ ‘rom St. 
transport was not an editorial and is contrary to the views 22, and ; 
The Traffic World. Meetings 


at the \ 








XLIV, yy, 
—— 





The Traffic World 


nS a bid ty 
e, and sud) 


Or Originaty 
against th, 
it. Louis any UsIC is Clyde Bruce Aitchison’s diversion from the grind 
retary Gog M of annotating the interstate commerce act to point the 
of the barge path for the bewildered one who yearns for a knowledge 
‘ely calls fy If some one will hand him a score 
ere to Assis 
ints out thy 
etary of th 
and that bi 
Or “a reas, 
quotes frog 
“carloads ¢ 
ie barge lig 
a period ny 
place 
€ line rate’ 
ed into cy 
nipments oy 
included 4 
tL 14 to thy 
Olis and § 
e at He 
ile 
Ww charge jj 


of what the thing means. 


that looks interesting he can even forget, for the time being, 



























































justifies th 
inneapolis is 
trich replicg 
1, the con: 
aly from th 
2 months a 


ts that “th 
3, NOY canit 
re houseme 
ecidedly th 
Jones quotes 
1e duty ofs 
> of article 
Arges OM a 


n says Suga 
count of th 
nmunication 


1 warehouses 
orbs the e 
ige track @ 
ny switching 
ehouse or 
se. 
1 of expens 
rs, but vey 
ge line tart 
ost seems # 
stance, Item 
provides 
arge will & 
wo handling 
rge line stor 
oints 

D the switt- 


pay handlimg 
in its wate 

, we 

e warehouse 
makes gud 


nmed ap a 


-ehouse busi 
ngements at 
ngements bf 


1 against of 








PAGE 173 





He Conducts Choruses as Well as Hearings 


the irritations of silica sand scales and the propaganda of Pacific 
coast communities interested in the extension of railroads. 
Years ago, in The Traffic World, it was facetiously asserted 
that in his youth he tootled on a flute. 
he is a flautist of more than ordinary ability. However it is as 


The fact was and is that 


a conductor of choirs in churches and 
Synagogues and the Interstate Male 
Chorus that Commissioner Aitchison has 
probably become best known, musically. 
Hundreds of men and some women, see- 
ing this picture of him, know exactly 
what he is saying to the section of first 
tenors with that left hand of his. 

“Steam, more steam,” is what the 
hand is saying. Were it turned more to the 
right with the palm downward it would 
be a command to the bass section, pos- 
sibly in objurgatory form, to “pipe 
down,” since what it is trying to sing is 
called a lullaby. For a little more than 
ten years Mr. Aitchison and a chorus of 
forty-odd examiners, other employes of 
the Commission and a few outsiders have 
had relaxation in getting together twice 
a week to rehearse for the three or four 
concerts they have given each year. 
They have even assaulted the air of this 
land of freedom via the radio. But, as 
they have not demanded compensation, 
it might be asked what right the public 
had to make sour observation. As a 
matter of fact the public has thought 
well of the work of the conductor and 
the chorus, President and Mrs. Coolidge 
having had them over to the White 
House to sing. 

Necessarily, Mr. Aitchison’s duties as 
a commissioner absorb his energies to a 
very large extent but he has found time 
to do some work as a composer. One of 
the most satisfactory things of that sort 
of work, from the point of view of the 
singer, is the conversion of the invoca- 
tion of Eurydice, in Jacopo Peri’s opera, 
Orpheus, the first complete opera ever 
written, into a choral, harmonized in the’ 
old style. That and other of his compo- 
sitions have been sung by the male 
chorus, with evidence of enthusiastic ap- 
proval by the audiences. The chorus, on 
account of its conductor’s friendship 
with Fra Waedenschweiler (a Franciscan 
monk living in Oregon), has had the 
pleasure of being the first to sing new 
compositions from the latter’s pen. His 
Ecce Quam Bonum, a majestic piece of 
music, is the hymn with which the 
chorus closes its concerts. 

In his youth Commissioner Aitchison 
did some newspaper work. The develop- 
ment of a nose for news in those days 
may account for it, but the fact has been 
that he has been able, in making up his 
programs, to be far ahead, with his 
chorus, in singing stuff that later has 
come into strong vogue. He and his men 
sang the Volga Boat Song years before 
the general public,had the benefit of its 
rhythm. The same is true of the Bells 
of St. Mary. In other words, Aitchison 
saw them first. 
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The commodity committees will report 


d and ope 

NORTHWEST ADVISORY BOARD an inspection of the largest freight locomotive in the world. 
LY 15) The Northwest Shippers’ Advisory Board will hold its The program includes an address by Governor Shafer, of North 
J m \“cnty-eighth formal meeting in Bismarck, N. D., July 23, at Dakota, and one by A. O. Moreaux on “Agriculture and the St. 
sae frou" 2. m. ~The executive committee will meet at 9 a. m. the Lawrence Waterway.” 
vorld. ate — morning. The Northern Pacific will run a special train on their anticipated car requirements in the next quarter and 
ion of bes = St. Paul and Minneapolis, leaving St. Paul at 8 p. m., July‘ the railroad representatives will report as to condition of equip- 
he vie “4, and arriving at Bismarck at 9 the following morning. The ment and other matters. 


es Will be held in the City Auditorium and the luncheon 
€ McKenzie Hotel. Following the luncheon there will be 





Topics to be discussed include “Grain 


Storage and Country Points,” and “Use of Box Cars vs. Re- 
frigerators for Early Potato Loading.” 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
if nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions relating to practical trafic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, ; 
Traffic Service Corporation, Mills Building, Washingten, D. C. 
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Damages—Measure of—Machinery 


Texas.—Question: Will you kindly advise us on the fol- 
lowing: 

Shipment was made from A in New Mexico to B in Texas, 
moving via a single line interstate route, consisting of one ditch- 
ing machine, one box of ditching machine parts, etc., shipment 
moving in an open-top car. Upon arrival at B it was found that 
the machine had been robbed in transit of various parts essential 
to its operation, and before it could be put in a serviceable con- 
dition it was necessary to replace these parts, employing the 
services of skilled mechanics for that purpose. The delay in 
securing the parts at B, their application and securing the 
services of a mechanic to perform the necessary work resulted 
in the delay of prosecuting the work for which the machine was 
intended, entailing an expense of approximately $85. In filing 
our claim for the loss of parts by theft we also included therein 
the actual loss by reason of mechanic’s wages and loss of time, 
and the*carrier invovled has written us as follows: 


Claim for shortage is all that will receive our consideration as 
the balance is in the nature of special damages and does not come 
within the carrier’s responsibility. 


Under the foregoing circumstances, will you kindly advise 
us if in your opinion we have a recourse other than instituting 
court action, in case such procedure should be decided upon, 
and what, if any, decisions are available to us for comparison 
with the circumstances as herein outlined. 

Answer: Under the decision in West Construction Co. vs. 
S. A. L., 210 S. W. 633, no recovery can be had for overhead 
expenses such as the enforced idleness of workmen, such item 
.of damages not being in contemplation of the parties at the 
time the contract of shipment was entered into, assuming the 
carrier was not advised that such damages would result from 
loss, injury or delay to the shipment. However, the cost of 
the repairs and a reasonable rental for the machine is under 
the decision in the above case recoverable, the rental to cover 
the period of time the plaintiff is deprived of the use of the 
machine. See, also, in this connection C. R. I. & P. vs. Reid, 
132 Pac. 812; Priestly vs. N. I. & C. R. R., 79 Am. Dec. 369; 
American Express Co. vs. Jennings, 38 Sou. 374. 


Limitation of Actions—Last Day Falling on Sunday or Holiday 

Michigan.—Question: Please quote opinions and rulings in 
the following: 

Reparation claim filed with X. R. R. on a Thursday, receipt 
of which was acknowledged following day, Friday. Statutory 
time limit was following Sunday. 

X. R. R. claims it would have been necessary for papers to 
have reached I. C. C. Saturday to be within the statutory period, 
therefore no effort was made to file with Interstate Commerce 
Commission. Would not Monday have been the legal expiration 
date limit inasmuch as final date fell on Sunday? 

If so, what would be their legal position, since the claim 
was filed with carrier,on their request instead of with the Inter- 
state Commerce Commission direct, and by their own admission 
no effort was made to file with the Interstate Commerce Com 
mission within the period? 

Answer: We can locate no decision of the Commission in 
which this point has been at issue. It is our opinion, however, 
that inasmuch as paragraph 3 of section 16 makes no provision 
concerning Sundays and legal holidays they are to be counted 
in computing the limitation period the same as other days, it 
being a matter of legislative intent and not judicial construc- 
tion as to whether the limitation period is to be extended to 
the following Monday or other business day in such case. 

Courts and commissions are generally permitted to formu- 
late their own rules of practice, and quite generally where 
such rules provide for action by parties within a specified period 
of time Sundays and legal holidays are excluded. See in this 
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connection Rule 22 of I. C. C. Rules of Practice. Where, hoy. 
ever, the legislative branch of the government has enacte, 
regulations relating to the period of time in which a suit shal] 
be brought or certain action be taken, the courts will add no, 
ing to the statute. In other words, they do not treat statutoy 
periods fixed by legislative act as they do periods fixed by th, 
own rules of practice and procedure. ; 
In Russell vs. Kniffin, 194 N. Y. S. 792, the question involvej 
was whether the statutory period ending on Sunday, August ; 
caused the action for damages to expire, or whether the tin, 
was extended to Monday, August 2, the day when the suit begn 
with issuance of summons. The court said: ‘ 


The period of limitation of plaintiff’s cause of action, assumiy 
it accrued on August 1, 1917, expired August 1, 1920. The day y;, 
Sunday and is not (by the statute for computing periods) exclyg& 
in calculating time. 


In Bidwell vs. Sonoma Co. Transportation Co., 178 Pac, 71) 
the statue provides: 


The power of the court to pass on the motion (for new trig 
shall expire within three months after the verdict * * *, If gua 
motion is not determined within said three months the effect sha) 


be a denial of the motion without further order of the court. 


In this case the end of the period fell on Sunday. (Cop. 
plainants contended the court could still pass on the motiq 
for new trial on Monday following. 

The court held that the words in the last sentence to the 
effect that if the court does not act within three months th 
motion will stand denied, effectively prevents it from addix 
another day to the three months’ period. In this connection 
note the words of paragraph (3), section 16 of the act, reading: 
“Actions * * * shall be begun within . . . years, and not after’ 
and that the words “and not after” appear in all these clause 
of paragraph (3). 

In Lowry vs. Stotts, 127 S. W. 789 (Ky.), the court said with 
reference to a statute providing that petitions in certain classe 
shall be filed “within 10 days after action by the Board”: 


The time for filing the petition in these cases being fixed }j 
statute, to exclude Sunday where it falls on the last day would & 
to extend the time allowed by the statute. This we cannot do. **' 
We cannot see how upon principle a distinction can be drawn between 
a Sunday that falls at the end of the period and one that falls within 
the period, but not at the end. 


Likewise, in Standard vs. Thurmond, 151 S. W. 627 (Tex), 
it was held that merely because the last day of a four-yew 
stautory period fell on Sunday the period was not extended, the 
statute making no provision therefor. 

In construing a federal statute, the courts in Hermann 1s 
United States, 66 Fed. 721, said: 


Was the order given to the importers on February 6th in time, ot 
in other words, was it within 10 days from January 26th? The al- 
swer depends on whether or not the court can consider Sunday % 
dies non (no day at all for legal purposes) and include Monday withi 
the 10 days. The analogy to the practice of the law courts cannot lt 
considered in determining this question. As a matter of fact, Mond 
was not within the 10 days. 


Also, in Shefer vs. Magone, collector of customs, 47 Fei 
872, the statue provided: 


If the owner, importer or consignee of imported merchandise be 
dissatisfied with the collector’s decision as to the rate and amoult 
of duties to be paid thereon, he shall, within 10 days after the asctt 
tainment and liquidation of the duties by the proper officers of tl 
customs, give notice in writing to the collector, etc. 


The court said: 


The statute fixes the time within which the importer must sel 
his protest. There is no statute extending this time, or_providit 
that, if the last day within which the importer is allowed to ser 
his protest shall fall upon a Sunday, service thereof may be matt 
upon the following Monday. Congress has undertaken to regulat: 
the whole subject in Section 2931, and its legislation is necessatl! 
exclusive. i 

The weight of authority upon this question seems to be that 3 
computing the time within which an act required by a a 
must be done, if the last day falls on Sunday, it cannot be excludes 
and the act done on the Monday following, unless there is . 
statute providing that the Sunday, should be excluded from 
computation. 4 

In the law regulating bankruptcy proceedings, Congress has x 
vided that in the computation of time limited by such laws, o * 
orders of court thereunder, the last day shall be excluded when suc 
day falls on Sunday, Christmas day, etc. If they had intended * 
similar rule to apply to the filing of protest (under this import statutt) 
they should have said so, and in the absence of such statutory P™ 
visions, the usual rule must apply. 


Freight Charges—Liability Where Package Is Misdirected 
Shipper 
Kansas.—Question: There was forwarded from Station 4 
by the same shipper two shipments, one consisting of 12 pack 
ages for Station B and the other consisting of 9 packages fot 
Station C. 
Carrier X signed the bills of lading and delivered the Ste 
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tion C shipment to Carrier Y at Station D, where it was observed 
by carrier Y that the billing for the Station C shipment called 
for 9 packages and the consignment checked 12 packages all 
properly marked for Station C consignee. When this was dis- 
covered by Carrier Y he telephoned Carrier X agent from whom 
he received shipment and stated that he had 12 packages on 
this billing calling for 9, and was instructed by agent of Carrier 
X to mark the billing 3 cartons over and forward on same billing 
to destination. 

When carrier Z received shipment from Carrier Y checking 
over 3 packages for the same consignee, Carrier Z forwarded 
the 3 astray and permitted the 9 to travel on the revenue way- 
bill. When shipment arrived at destination, which is located 
on Carrier Z rails, agent was unable to effect delivery after 
handling the matter with consignee, who stated that his invoice 
called for 9 packages and checked O. K. 

Carrier Z conducted investigation with Carriers Y and X; 
the final outcome was that Carrier X requested the 3 cartons 
returned to point of origin deadhead, contending it was a rail- 
road error on the part of their forces at the junction where 
Carrier X delivered the shipment to Carrier Y. 

Inasmuch as there was an error on the part of the shipper 
in not properly marking the two consignments, will you please 
advise if, in your opinion, Carrier Z is entitled to revenue for 
the haul on this shipment from the junction from which he 
received same from Carrier Y to Station Z and return to june 
tion where same was delivered back to Carrier Y. 

Answer: The Commission has held that where a package 
is erroneously addressed by the shipper he must bear the burden 
of the resulting freight charges. Parlin & Orendorff Plow Co. 
vs. United States Express Co., 28 I. C. C. 561. Therefore Carrier 
Z is entitled to its proportion of the through rate from Station 
A to Station C on the 3 cartons erroneously marked for Station C. 

As to the return movement from Station C to Station A 
attention is directed to the Commission’s statement in Eagle 
Coal and Mining Co. vs. C. & E. I. Ry. Co., 107 I. C. C. 607, 
reading as follows: 


Reference is made to Conference Ruling No. 237, in which we laid 
down the general principle that when a shipper sends a shipment to 
an erroneous destination, he should have the right to guard, as far 
as possible, against resulting loss by disposing of the shipment at 
that point, and the carrier should not forward the shipment to an- 
other destination without having made reasonable effort to secure 
disposition instructions. 


Under this principle it would appear that Carrier X must 
reimburse Carrier Z for the return from Station C to the junc- 
tion of Carrier Z with Carrier Y, assuming, of course, that the 
shipper did not authorize the return movement. 


Reconsignment—Upon Condition of Protection of Through Rate 


Texas.—Question: On July 25, 1926, we had car of lumber 
shipped from Pacific Northwest to us at Station A, shipment 
routed without junction points being shown. Our purchasing 
department placed diversion order on this car by telephone on 
Aug. 13, diverting same to Station B, confirming diversion with 
following letter: 


Confirming our telephone conversation of date, we wish to divert 
car lumber, out Pacific Northwest July 26th consigned to us at sta- 
tion A, to us at station B, through rate to apply. 


The through rate to Station B does not apply via same 
= as the through rate to Station A (gateways to delivery 
line). 

The diversion was accomplished, and now, under date of 
June 25, carrier has presented us with undercharge, figuring 
combination over diversion point. 

Will appreciate your advising if there is any authority on 
which we can refuse to pay the undercharge. We maintain 
that we should not have to pay same, as our telephone conversa- 
tion, also our confirmation, stated that we did not want car 
diverted unless through rate applies. The through rate would 
have applied to Station B if carrier had caught car at Gateway 
C instead of Gateway D. 


Answer: With respect to this question, see the Commis- 
sion’s opinions in Chevrolet Motor Co. vs. C. R. I. & P. Ry. Co., 
132 I. C. C. 337, and Lehr Lumber Co. vs. R. R. & G. R. R., 132 
I. C. C. 335. Under the decision in the first case a condition 
precedent to liability on the part of the carrier, assuming that 
your reconsigning instructions call for the application of a speci- 
fied rate, is that the reconsigning instructions were given in 
time for the carriers to have intercepted the shipment at Gate- 
way C. However, under the decision in the second case, your 
reconsigning instructions were not conditioned upon the pro- 
tection of a specifically named rate and therefore the rate ap- 
plicable via the route the shipment moved must be assessed. 
In the Lehr case, 132 I. C. C. 335, the Commission said: 


rotect a joint rate 
Such 


The reconsignment instructions were not to 
or any specific rate, but the “lowest through published rate.” 
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instructions obviously meant the lowest through rate applicable ov 
the route traversed from point of origin to the point at which 
shipment was reconsigned. The instruction was not sufficient to 6 
erate as a notice to defendants that complainants wanted a rate Whi 
was not applicable over the route traversed to East St. Louis, a 

We find that, under the circumstances shown of record, the 4 
fendants were not under a duty to notify complainants that the : 
cent rate was inapplicable; and that the rate charged was applica}j, 
and not unreasonable. The complaint will be dismissed. 


Tariff Interpretation—Duty of Carrier Where Switching Carrigy, 
Tariff Contains Limitation as to Size of Car Which Cang, 
Delivered at Specified Industries 


Missouri—Question: Replying to your answer to “yy 
souri,” page 1466, issue of June 15, 1929, under the above captin, 

We presume that your opinion is based upon the Presump 
tion that the switching line was indicated as part of the roy 
If our conclusion is wrong, do you think, after reconsidering 
the matter, that the name of the consignee is sufficient 1, 
charge the initial carrier with notice of limitations carrieg i 
the switching line’s tariff? You appreciate that the initial li, 
is not in a position, without diligent investigation, to ascertaj 
the name of the carrier serving a consignee’s industry, ny 
whether or not it is a consignee’s intention to accept deliver 
upon its private switch. ' 

Answer: We agree with you that there must be a desig 
nation of side-track delivery and of the switching line whic 
is to make delivery in order to charge the initial carrier wit 
liability for the extra expense resulting from its delivery 
a car too large for delivery upon the side track of the consigne 


Tariff Interpretation—Specific Import Rate Removes Applicatio, 
of Domestic Rate 


West Virginia—Question: W. S. Curlett’s Trunk Lip 
Bureau Tariff I. C. C. A178 names import rate from New Yor 
City to X applying on pig tin of 30c per hundred pounds, mini 
mum 44,800 pounds. His I. C. C. A239 names 34c rate, minimm 
36,000 pounds, on the same commodity, but does not refer sp 
cifically to import traffic. 

Several shipments approximating 30,000 pounds were fo: 
warded, which at the classification basis of fourth class woul 
secure the cheapest rate. While the publication of commoiity 
rate removes it from the classification basis, with a weight of 
30,000 pounds, would these shipments take the fourth class of 
39%4c or the commodity rate of 34c, minimum 346,000 pounds, 
or the import rate of 30c, 44,800 pounds? 

Answer: Under the decision of the Commission in E.L 
McClung vs. S. A. L. Ry. Co., 136 I. C. C. 347, the import rate 
of 30c per 100 pounds, minimum 44,800 pounds, is the applicabk 
rate. In this case the Commission, on page 348, said: 


When the shipments moved a basing rate of 14 cents was in 
effect from Jacksonville to Tampa on bananas moving interstate to 
Jacksonville by rail. A rate of 24.5 cents was also in effect at that 
time on bananas between the same points, applicable on interstate 
traffic other than that moving under the 14-cent rate. Prior to Febn- 
ary 1, 1926, the 24.5-cent rate was applicable on import shipments i 
the absence of a specific import rate. On that date the 60-cent rat 
was specifically established on ~~ traffic. Complainant contents 
that, as the import tariff did not by its terms specifically cancel the 
24.5-cent rate, that rate remained applicable on import shipments 
This contention can not be sustained. A rate established to apply 
specifically on import shipments does not conflict with a rate whit 
would be applicable in the absence of the specific import rate. The 
60-cent rate was applicable on these shipments. The 24.5-cent rate 
was canceled October 13, 1926. 


Tariff Interpretation—Application of Proportional Rate as Facto 
of Combination Where Proportional Rate Not Applicable to 
Another Basing Point of Combination Sought to Be Use 


Canada—Question: Would very much appreciate yo 
opinion on the following: In Agent Speiden’s Tariff No. 5lf, 
I. C. C. No. 1235, Item 1027, a proportional rate of 11%4c a cw 
on lumber, carloads, is shown to Thebes, Ill. This rate, wha 
used with Agent Jones’ Tariff No. 63H, I. C. C. No. 1597, aul 
Soo Line Tariff I. C. C. No. 6289, makes a through rate to Wit 
nipeg of 1c a cwt. lower than any other combination. Note 4 
however, to this item, shows that the combination cannot be 
used when shipments are destined to Minneapolis, etc. 

The carriers claim, however, that this rate of 11%4c canull 
be modified by B. T. Jones’ 228, because it is a proportiou 
rate bearing reference mark Circle 80, which provides that tl 
rate will only apply as a proportion in constructing throug) 
rates. 

Answer: Our opinion is that inasmuch as the rate ! 
Thebes cannot be applied on traffic destined to Minneapolis ! 
cannot be applied on a shipment to a point to which the Mt 
is based on the Minneapolis combination. This for the reas! 
that a shipment destined to a point to which the rate bas 
on the Minneapolis combination is also destined to Minneap? 
in that a rate to that point is used in basing the rate to 
destination. 

In other words, a factor to one point may not be used # 
basing a rate to a given destination if this factor may not 
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canoes to 
steamboats 


HREE hundred and fifty years ago the 

painted red man stalked through pri- 
meval forests or glided over rippling lakes 
in quest of food or fight. 


INCE that distant day many changes 
have swept the land. Came the French 
with sword and cross. Then the English 
with their muskets. Poor Indian! Trad- 
ing vast domains for beads and rum, little 
knowing, little caring that his land was 
going. 
oday the modern flapper, also painted, 
struts along the path where in the dim 
and distant past only aboriginal whoopee 
or savage battle cry disturbed the peaceful 
quiet of a land as yet uncivilized. Many 
moons have come and gone. Many wars 
have changed the aspect of the land. 
Many laws are written on the books. The 
trade in beads is bum but still there’s war 
and still there’s rum. 


HE waterway—in that bygone day— 

was the most advantageous way to get 
from here to there or back again. And still 
it is today! Canoes gave way to French 
bateaux and they to stately sailing ships 
and they, in turn, to steam. 


emer that northwest land that gave the 
world naught but furs and fights and 
romance now there come immense car- 
goes of flour and tons and tons of delicious, 
golden butter safely stowed in cold com- 
partments of the Poker Fleet. 


ND to that land there goes a variety of 
merchandise, so strange ’twould 
mystify that race of men who dealt in skins 
and guns and other implements of war and 
peace. 
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590 MILES 


of 
DEEP WATER FRONTAGE 
at 


PORT HOUSTON 


Do you realize that here is a port where 

more than fifty miles of wharves and 
industries can be located? An inland, 
deep-water port that offers unrivalled 

facilities to manufacturers of goods 

for foreign markets. 


Port Houston offers advantages 
offered by few other Southern Ports. 
Natural advantages such as splendid 
year round climate, plentiful labor 
and unlimited cheap fuel, are en- 
hanced by every mechanical facil- 
ity to expedite shipping. Modern 
wharves and warehouses, electric 
cranes and a Terminal Railway 
at the service of shippers are a 
few of the facilities for the 
rapid and economical handling 
of traffic. 


Sites for industries of any 
sort are immediately avail- 
able. Learn more about 
Houston. Send for the 





HOUSTON 
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BOOK 


DIRECTOR OF THE PORT 


5th Floor, Courthouse 
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used in making a rate to a point beyond which another factor 

is used in making the total through rate from point of origin 

to final destination. 

We can locate no opinion of the Commission specifically in 
point. 

There is no merit in the carrier’s contention that the com- 
bination rule will not apply in connection with a proportional 
rate. See Sinclair Refining Co. vs. A. T. & S. F., 148 I. C. C. 
504; Wisconsin Lime & Cement Co. vs. A. T. & S. F., 148 
I. C. C. 599. 

Routing and Misrouting—Insured Versus Uninsured Rail-and- 
Water Rates—Duty of Carrier as to Unrouted Shipment 
Maryland.—Question: Applicable on a commodity highly 

susceptible to damage incident to water carriage, there are two 

rates from A to B, one fractionally higher than the other, the 
higher rate including marine insurance and the lower published 
as uninsured. A shipment consisting of commodity in question 
is made from A to B on a bill of lading tendered by shipper 
with no rate inserted and no indorsement calling for marine 
insurance, but carrying a routing via rail-and-water via which 
both rates are applicable. Shipment is billed at the higher or 
insured rate and freight charges assessed and collected accord- 
ingly. After the shipment has reached destination and delivery 
taken without exception, claim is filed on basis of the lower or 
uninsured rate. Under the circumstances do you feel that such 

a claim is a proper one? 

I am aware of the fact, of course, that shipper is properly 
entitled to the lowest rate applicable via the route called for in 
the bill of lading, but in giving your answer to this question I 
think consideration should be given to the fact that the cost of 
insurance plus the fractionally lower rate might well have re- 
sulted in a total higher than the charges based on the higher 
insured rate, Further, the agent accepting the shipment could 
hardly be expected to definitely determine this. In passing on this 
question I think consideration should also be given to the fact 
that had this shipment suffered damage during the water move- 
ment properly covered by policies of the water carrier shipper 
would have no doubt gladly availed himself of this protection 
and raised no question as to the billing of the shipment at the 
higher insured rate. Doubtless the origin agent, confronted 
with the two rates, should have gotten in touch with shipper 
to ascertain his wishes in the matter, but the case in point is 
one where the agent failed to do this. 

When answering this question, kindly state your authority. 

Answer: It appears from the Commission’s Conference 
Ruling 190 that the matter of marine insurance was a factor in 
its determination that an unrouted shipment should be for- 
warded via an all-rail route where both all-rail and rail-and- 
water routes were available. 

This would seem to indicate that in the facts such as you 
set forth the carrier was warranted in forwarding the shipment 
via the insured route at the higher rate. On the other hand, it 
may be that the Commission would rule it was the duty of the 
carrier’s agent to inquire as to which route the shipment should 
be forwarded over, and, failing to do so, must protect the cheaper 
rate. We cannot locate an opinion of the Commission specifi- 
cally in point. 

Routing and Misrouting—Right of Shipper to Insist Upon For- 

warding of Shipment via Circuitous Route 


Alabama.—Question: I believe the Interstate Commerce 
Commission has ruled that where a rate is published without 
any routing restrictions it is legally applicable via any or all 
of the lines shown as parties to the tariff in which the rate is 
provided. 

However, I also believe the Commission has ruled, formally 
or informally, that carriers may not be expected to forward 
traffic via unduly circuitous routes or to honor such routing 
when given by shippers; in other words, that shippers are ex- 
pected to select reasonably direct routes in order to avoid 
unnecessary waste of transportation. 

As illustrating what I have in mind, we were recently tenr 
dered traffic at one of the Gulf ports destined to Lockland, Ohio, 
in the switching limits of Cincinnati, routed via Birmingham- 
M. & O.-Memphis-Cotton Belt-St. Louis and Big Four, likewise 
a shipment for New Albany, Ind., routed via Birmingham, St. 
Louis and Big Four, and it is my opinion that the Commission 
would not approve the use of such unduly circuitous and waste- 
ful routes, which would not permit any of the carriers involved 
to handle the business at a profit. Can you refer me to 
decisions? 


Answer: In Docket 21312, Hope Engineering and Supply 


Co. vs. C. B. & Q., 155 I. C. C. 458, the Commission held that 
where the shipper’s routing instructions naming the carriers 
did not specify the junction between the carriers, the routing 
instructions were not in this respect specific and there was 
no obligation on the part of the carrier to forward the shipment 
via an unduly circuitous route. In this case the Commission said: 
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Carriers are obligated under the law to forward shipments ove 
the cheapest available route consistent with the routing instructions 
given. Where routing over certain carriers but not junctions are 
specified by the shipper, and there are two available routes, on 
taking a lower rate than the other, it is ordinarily the duty of the 
carrier_to forwared the shipment over the route taking the low, 
rate. But the duty is not an absolute one. The obligation of 

earrier is to deal justly with the shipper, not to consider Only his 
interests and to disregard wholly its own and those of the genen) 
public. If, all things considered, it would be unreasonable to ship by 
the cheaper route, the carrier is not compelled to do so. The qu; 
is upon the carrier to select the cheaper route only “if other Con- 
ditions are reasonably equal.’’ Northern Pacific Ry. Co. vs. Solu 
247 U. S. 477. It is true, as complainant points out in its excepto, 
that the shipments considered in that case were not routed by th, 
shipper; but the principle announced in Northern Pacific Ry. Co, \ 
Solum, supra, applies with equal force to the situation here, ;, 
which the shipper did not name the junction between the Chicago, 
Burlington & Quincy and the Northern Pacific through which t 
shipment was to move and the routing instructions in this Trespect 
were not specific. The obligation which rests upon the carrier ;, 
these circumstances, which is essentially no different from that whe, 
no routing instructions are given, is to forward the shipment oye 
a reasonable route consistent with the routing instructions give, 
The record does not establish that defendants here failed to perfor, 
their duty as thus defined. . 


We do not locate an opinion of the Commission dealing 
with the obligation of the carrier to comply with a shipper; 
routing instructions where such instructions would involve th 
use of an unduly circuitous route, but in Hubbard vs. 0. §, 1, 
R. R. Co., 118 I. C. C. 202, the Commission said: 

Section 15 of the Interstate Commerce Act gives to the shipper 
the right to designate in writing the route over which he wishes hi: 
shipments to travel, for, generally speaking, it is the duty of th 
carrier to transport shipments over the route so designated. 

This expression and the decision in the case first referrei 
to seem to indicate that it is not the duty of a carrier to for. 
ward a shipment by an unduly circuitous route even though this 
route is designated by the shipper in his bill of lading. 
Tariff Interpretation—Application of Classification Provision; 

Dependent Upon Cross Reference to Classification in Rat 

Tariff 


Ohio.—Question: Recently we had a car of billets to mov 
from Brimingham, Ala., to Cincinnati, O., and question has com 
up as to the proper rate to be assessed. 

If you will refer to F. L. Speiden’s Tariff 17-F, I. C. C. No 
1104, naming rates on pig iron from Birmingham, Ala., to Cir 
cinnati, O., and on page 84 a rate of $3.69 per ton is published 
you will note this tariff is not governed by the Southern Cla 
sification, although the classification on page 257, item No. 4 
provides that billets will be accorded the pig iron rates wha 
moving under tariffs subject to the Southern Classification. 

Will you please advise if the pig iron rate as published in 
Agent Speiden’s tariff 17-F can be applied on shipments of bil 
lets under authority of the Southern Freight Classification’ 

Answer: In our opinion, the pig iron rates published in 
Agent Speiden’s Tariff No. 17-F, I. C. C. No. 1104, may not be 
applied on shipments of billets, by reason of the provision i 
Consolidated Freight Classification No. 5 that pig iron rates wil 
apply on billets in Southern Classification territory. 

Consolidated Freight Classification No. 5, Southern Classi: 
fication No. 48, carry the following provision on the title page 
thereof: 


Applies on freight traffic covered by tariffs issued subject to either 
the Official Classification, Southern Classification or Western Class- 
fication, as such tariffs may provide. 


While ordinarily tariffs containing rates applicable on inte: 
state traffic moving between points on and south of the Ohi 
River and east of the Mississippi River are governed by te 
Southern Classification, it seems essential that the classific 
tion be referred to in the rate tariff, and this is particularly 
true of traffic moving under tariffs naming interterritorial rates; 
that is, between points in Official Classification and Westen 
Classification territories, and points in Southern Classificatio 
territory. 

See the opinion of the Commission in Newton Gum Co. '§ 
Cc. B. & Q. R. R. Co., 16 I. C. C. 341, which deals with this ques 
tion. 


Tariff Interpretation—Application of Rule 24 to One Factor of 
Combination Rate 


Wisconsin.—Question: We are engaged in a controvel’! 
relative to the interpretation of rule 24 in the classification. 

Corrugated boxes, K. D., moving from Cedar Rapids, Ia, 
to Columbus, O., the rate is a combination made up of a col 
modity rate to Chicago, Ill., subject to a sliding scale minim 
weight as per Boyd’s paper tariff 169 series, plus the sixth clas 
rate beyond, subject to a minimum weight of 24,000 Ibs. for# 
36-foot car. } 

Suppose we have an order of 35,500 Ibs. and load 32, 
Ibs. in a 40-foot car, which is loaded full, leaving an overt 
of 3,500 Ibs. Can the overflow be handled at the carload 7 
under rule 24? 

Could the entire shipment move at the carload rate throug! 
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control towers, loud speakers, flood lights and other mod- 
ern inventions supplement the great time-saving retarder 
“4 device of which President Hannauer of the Boston and 
Ir obtaining faster movement of freight, problems arise Maine is co-inventor. With swift clicking precision, mile- 
le on inter Ae -=PtNcipally at concentration points. Great trains arriving long trains are made up in a few minutes— invisible hands 
f the Oni (Mn fast schedules from all points increase the activity of sort cars like mail—freight flows swiftly and without con- 
aed by ttt BM yards to the humming speed of a high power motor. Here _ fusion on to its destination. The neck of the bottle is broken. 


» classifice 
particularly I) —at the neck of the bottle—a railroad’s efficiency is putto The wheels of business turn without interruption. 


a Westen its greatest test. The new Boston and Maine has overlooked no detail that 
assificais Hi) =Night and day, merchandise trains of the Boston and would hasten the delivery of carload and L.C.L. merchan- 
um Co. ¥§ Maine roar into the yards at Boston, on the East, and at dise. Hours are saved by faster, more powerful locomotives 
t this ai Mechanicville, New York, on the operating over new rock ballasted 
Factor Me Vest, with 75 to 100 cars each. roadbed. Modern yards add their 
They are handled nowadays by a time savings. And many more pre- - 
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to destination, or could it move at the carload rate for the car 
and part lot to Chicago, and the carload rate on the car‘and the 
L. C. L. rate on the part lot beyond? Or would the proper basis 
be on the carload rate on the car and the L. C. L. rate on the 
overflow from origin to destination. 

Answer: In our opinion rule 24 may be applied in connec- 
tion with the factor to Chicago, notwithstanding that beyond 
Chicago the less-than-carload rate must be applied on the por- 
tion of the shipment loaded in the second car. Under the 
provisions of rule 24 the shipper does not receive carload service 
on the overflow and therefore there is nothing to prevent the 
application of the carload rate on this portion of the shipment 
to Chicago and the less-than-carload rate beyond Chicago. It 
is only when carload service is received that the less-than-car- 
load rate may not be applied. 


Routing and Misrouting 


Michigan.—Question: We would like to have the benefit 
of your opinion on the following: 

Unrouted carload shipments moving from points in Wis- 
consin to points in Michigan under through joint rates which 
are subject to tariff circular combination rule 56. The joint 
through rates apply both via Chicago and via Milwaukee, and 
the carriers forwarded the shipments via Chicago. 

However, via Milwaukee a combination could be constructed 
lower than the through rate, and if the shipments had moved 
via Milwaukee, under rule 56, the carriers would have been com- 
pelled to request authority of the Commission to refund on the 
lower combination. In view of the fact, first, that the ship- 
ments were unrouted; second, that it could hardly be consid- 
ered unreasonable that the carriers be charged with knowledge 
of rates making on a well-known basing point like Milwaukee, 
and, third, that the Commission ruled in docket 17216, Amicon 
Fruit Company vs. Lehigh Valley Railroad, that the existence 
of a joint through rate does not relieve the carriers’ agents of 
the: necessity of looking up possible lower combination rates, 
we feel that the shipments in question were misrouted by the 
carriers and that they should be willing to entertain claims 
based on that fact, and request authority of the Commission 
to refund on that basis. 

We will also appreciate it if you can refer us to any Com- 
mission or court decisions in connection with your opinion. 

Answer: The Commission has held that where a shipment 
is so routed by the shipper as to allow either one of two avail- 
able routes to be used, the same through rate being applicable 
via both routes, but a combination lower than the through rate 
being in force via one of the routes, a carrier cannot be held 
liable for misrouting because of its failure to send the shipment 
over the route taking the lower combination rate. Paine Lum- 
ber Co. vs. C. C. C. & St. L. Ry. Co., 24 I. C. C. 626. The same 
holding has been applied to unrouted shipments. See Broderick 
& Bascomb Rope Co. vs. L. & N. R. R. Co., 39 I. C. C. 213. 

Reparation is therefore only to be had upon proof of the 
unreasonableness of the through rate applying via Chicago to 
the extent that it exceeds the combination over Milwaukee. 


Limitation of Actions 


Massachusetts.—Question: Will you please give us your 
opinion the following: 

In August, 1928, I filed reparation claim on fifty carloads of 
material, the claims averaging about $10 per car. The orig- 
inating carrier with whom the claim was filed was in the hands 
of receivers and, in fact, still is. After eleven months I am 
advised that the reparation claims were held up pending an 
order from the courts authorizing their receivers to participate 
in the reparation claim. Meanwhile two-thirds of the claims 
were outlawed. 

Can you cite similar cases which have been decided by the 
Interstate Commerce Commission? I believe you will agree 
that it is very unfair to us to be obliged to take an apparent 
loss amounting to several hundred dollars. 

Answer: It is. not clear from your letter whether your 
claims were overcharge claims, that is, amounts collected over 
and above the lawfully published tariff rate, or were claims 
for amounts in excess of what you contend to be a reasonable 
rate. If the former, you have six months from the time notice 
in writing was given by the carrier of the disallowance of the 
claim within which to file a complaint with the Interstate Com- 
merce Commission. In event that the amounts represented by 
your claim are amounts for which two or more carriers are 
jointly and severally liable, any one of the carriers over which 
the shipments moved may be held liable therefor. See Kohl- 
man Bros. & Sugarman vs. L. & N. R. R. Co., 123 I. C. C. 56; 
Armour & Co. vs. C. M. & St. P. Ry. Co., 122 I. C. C. 380. 

If your claims are not for overcharges a complaint is barred 
under the provisions of subdivision (b) of paragraph 3 of sec- 
tion 16 of the interstate commerce act after the expiration of 
two years from the date of the delivery of the shipment. See, 
in this connection, California Pine Box and Lumber Co. vs. 
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Southern Pacific, 47 I. C. C. 372, in which case the Comni 
sion said: 






Complainants contend that the Southern Pacific was delingue 
in not making special docket application for all the shipments 
the complainants, and that therefore it should not be Permitted 
escape the payment of the damages claimed herein. But whether th, 
Southern Pacific was delinquent in not including all the compla 
in its special docket applications, or the complainants were ¢y| 
in not promptly handling their own claims cannot affect the fact 
under the law, the Commission has no jurisdiction in respect ; 
claims barred by the statute of limitations, Trans-Mississippj Crag 
Co. vs. C. B. & Q. R. R. Co., 41 I. C. C. 612, 614; Phillips ys, Grang 
Trunk Ry, 236 U. S. 662, 667. 
Classification Committee Rulings 

Alabama.—Question: We are receiving shipments of Why 
are described in bills of lading as “Rough Iron Castings (a 
from the mold),” rated fourth class in Western Classificati:, 
Western Weighing and Inspection took up matter of classifi, 
tion with the Western Classification Committee, who my 
these castings should be rated as “Hardware, N. O. I. B. y” 
second class. 


Please advise whether the committee’s ruling is obligatoy 
upon the carriers or whether the carriers may pay Claims bag 
on the rate applicable to rough iron castings, regardless of th 
committee’s ruling. The classification committee’s ruling 
made arbitrarily with no evidence submitted by shippers, 

Please also advise what is court of last resort before takiy 
to Interstate Commerce Commission. 


Answer: The several classification committees are cr. 
tures of the railroads and, as we understand it, the ruling 
thereof are advisory only, although entitled to great weigh 
because of the familiarity of the classification committees yi 
the application of the ratings published in the classifications, 

However, in the final analysis the Interstate Commer 
Commission and neither the classification committee nor th 
traffic department of a railroad is the final arbiter as to th 
application of a given rate or ratings. See Newton Gun Co. 1 
C. B. & Q. R. R. Co., 16 I. C. C. 341. 


Routing and Misrouting—Rate and Erroneous Destination it 
Bill of Lading 


Illinois.—Question: We had an order for a point abo 
forty miles from here, but through error it was billed to a 
intermountain point. The rate inserted on our Dill of ladix 
was to the nearby destination. The morning following tk 
shipment we discovered our error. The car had reached tl 
Mississippi River before we were able to catch it and was for 
warded to the correct destination, charges to the Mississipi 
River and from there to destination being assessed. 


Please advise whether on account of the rate being inserted 
on the bill of lading we would be justified in entering claix 
for refund. 


Answer: We are inclined to the opinion that the insertio 
of a rate which is not applicable to the destination shown it 
the bill of lading would not charge the initial carrier vit 
notice that the destination shown was not the intended om 
At any rate, the decision of the Interstate Commerce Commit 
sion in the Union Sawmill Case, 40 I. C. C. 661, does not tun 
on this point, but on the theory that where the rate show i 
not applicable to the destination shown in the bill of ladix 
the duty of the carrier is to forward the shipment via th 
cheapest route or line specified in the bill of lading. See al 
in this connection Riverside Western Oil Co. vs. Midland Valk! 
Railroad Co., 43 I. C. C. 589. 


Rates—Application of Use to Which Shipment Put as 
Determining 


California—Question: Can you give us citations to rulil! 
cases, both interstate and court decisions, involving the ™# 
tion of legality or illegality of carriers maintaining rates 
different basis depending upon the use to which the article! 
put? Our question is directly related to food articles mit 
lower when for animal or poultry food than when for hun# 
consumption. 

Answer: In Paper Rates from Manitowoc and Milwaulkt 
to Kaukauna, Wis., 28 I. C. C. 305, the Commission, on pi# 
307, said: 


The paper-stock rate of 5% cents which is accorded to man 
paper was established to apply to all articles which enter im 
manufacture of paper itself, such as soda, ash, alum, cotton n 
fuller’s earth, potash, rosin, etc. Wrapping paper, the product om 
manufacturing operation, cannot properly be classed with the artice# 
above enumerated. The Commission has repeatedly express 7 
opinion that a railroad company is entitled to receive a higher oa 
for the transportation of a manufactured article than for the at 
or articles which enter into its manufacture. . ‘ati 

The respondents contend that it is almost impossible to y : 
guish between manila paper and all other paper, which moves 4" 
10-cent rate and which likewise enters into the manufacture of Pt 


A difference in the rate according to the use to which 4 od 

































bags. 


modity is put has been condemned by this Commission, in the 
of Restricted Rates, 20 I. C. C. 


426, and affirmed by the Supre# 
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Court of the United States, I. C. C. vs. B. & O. R. R. Co., 225.U. 8. 
326. Furthermore, it does not appear that the increased rate in issue 
results in unreasonable through charges. 


However, see Cream of Wheat Co. vs. A. T. & S. F. Ry. Co., 
91 I. C. C. 45; Cheseborough Mfg. Co. vs. Director-General, 68 
I. C. C. 598; and Monarch Paint Co. vs. C. B. & Q., 49 I. C. C. 
367, the latter case citing Andrews Soap Co. vs. P., C. & St. L. 
Ry. Co., 4 I. C. C. 41, in which latter case the Commission said: 


When a manufacturer describes his article to the public for the 
purpose of making a market for it, he also so describes it for pur- 
poses of carriage, and it seems as reasonable that the carrier should 
have a right to accept the manufacturer’s representation concerning 
his product as that the public should be influenced by it in the pur- 
chase of the article. 


Delay—Liability of Barge Line 


Iinois.—Question: On July 26, 1928, the Western Sugar 
Company, New Orleans, La., made shipment to us via barge 
line consisting of 800 bags sugar. Shipment arrived September 
8, 1928, having been stranded on a sandbar above Memphis. 

Upon being advised of this delay, we immediately ordered 
two cars of sugar to move all-rail from New Orleans to take care 
of the trade we expected to serve with the shipment that was 
being delayed on the barge line, and filed claim with the barge 
line for 10 cents per hundred on the shpment of 800 bags they 
delayed, and which we replaced vi& all-rail. The claim has been 
refused. 

We would like an expression from you as to the liability 
contract in a case of this kind under the Mississippi-Warrior 
bill of lading, a copy of which we are attaching hereto. You 
will note it differs considerably from the uniform bill of lading 
in the matter of responsibilty. We call your attention to sec- 
tion 1, paragraphs A, B and C; also to section 8, paragraph B, 
showing exceptions. In our opinion, a barge being sanded in 
the river is one of the perils they might expect, and for which 
they should be held responsible. 

Answer: With respect to this question, see our answer to 
“Tllinois” on page 1176 of the November 14, 1925, Traffic World, 
under the caption “Delay—Liability of Barge Line.” 

In so far as the provisions of section 1 of the Barge Line 
Bill of Lading are concerned, it is our opinion that only para- 
graph A thereof has a bearing upon the instant case. Paragraph 
A reads as follows: 


This carrier or its agent in possession of any of the property 
herein described shall be liable at common law for any loss thereof 
or damage thereto, except as hereinafter provided. 


Paragraphs A and B of section 8 read as follows: 


The carrier expressly waives the benefit of any protection, limita- 
tion or exemption under or by virtue of the act of February 13th, 1893, 
commonly known as the Harter act, or under the act of March 34d, 
1851, with respect to the limitation of the liability of shipowners, or 
any acts amendatory thereof or supplemental thereto. 

Excepting in the case of goods on which the free time has expired 
or which are stopped or held in transit upon the request of the 
shipper, owner or party entitled to make such request, this carrier 
hereby assumes liability and agrees to pay for all loss of or damage 
to merchandise, due to fire or marine perils, to floods, windstorms or 
other acts of God, while such merchandise is in its possession as car- 
rier or bailee or while freight is being loaded or unloaded: subject. 
however, to any lawful provisions for a released valuation of the said 
property, and subject further to any lawful provisions of this contract 
with — to explosives or dangerous goods or goods of extraordi- 
nary value. 


Under paragraph A the barge line waives the protection of 
the Harter act, while in section B it assumes liability for all 
loss or damage due to certain causes. It seems apparent that 
under section B the barge line does not assume Iiability for 
injury resulting from delay, the term “for all loss or damage,” 
used therein, in our opinion, not being comprehensive of injury 
resulting from delay. See the construction placed upon terms 
used in the Uniform Bill of Lading by the Supreme Court of the 
United States in Davis vs. John L. Roper Lumber Co., 269 U. S. 
158, in which case the Supreme Court held that misdelivery 
was not included in the term “damage in transit.” 

The stranding of a barge on a sandbar comes within the 
exemption of the Harter act, if the owner has used due diligence 
to make the vessel in all respects seaworthy and properly 
manned, equipped and supplied. The Nettie Quill, 124 Fed. 667; 
in re Meyer, 74 Fed. 881. Under the Harter act the barge line 
would not be liable for delay to cargo resulting from navigation 
of the vessel, however faulty. This exemption the barge line 
has waived in paragraph A of section 8. 

However, when there is no special agreement fixing the time 
of delivery, the vessel, if seaworthy, is not liable for unreason- 
able delay proximately caused by acts of God or dangers of 
navigation such as boisterous weather or adverse winds, low 
tides and the like. The Maggie Hammond, 9 Wall. 485, 19 U. S. 
(Fed.) 772. 

Hidden obstructions to navigation, such as rocks, logs, 
sunken masts, sawyers, bars, and the like, are generally held 
to be dangers of the sea or river, if newly placed or unknown 
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to pendent navigators, or in cases where running thereon could 
not have been avoided by the exercise of reasonable and prope 
care and maritime skill. Siberina Ins. Co. vs. Shaws Trang, 
Co., 120 U. S. 166; Hostetter vs. Park, 137 U. S. 30. Stranding j 
shallow water, without negligence, is also included. Westen 
Transp. Co. vs. Downer, 11 Wall. 129, 20 U. S. (Fed.) 160; Liy. 
erpool, etc., Steam Co. vs. Phenix Ins. Co., 129 U. S. 397. 

Furthermore, the vessel owner is not answerable for dela 
caused by accident or misfortune, though not inevitable, provide 
he has used due care and diligence to guard against it. 

Therefore, if the delay was due to a peril of the sea, agg. 
dent or misfortune, and not to negligence in navigation, th. 
barge line is not under its bill of lading liable, it having waiyeg 
its exemption under the Harter act in the latter case only. 

A common carrier’s liability for delay is ordinarily limiteg 
to the difference in the market price at point of destination be 
tween date of arrival of the shipment and the date,the shipment 
should have arrived in the ordinary course of transportation, 
plus depreciation in value, if any, due to injury of goods while 
delayed. 


Tariff Interpretation—Mixed Carload Shipments and Minimum 
Weights Applicable. General Rules of Tariffs Need No 
Cross-Reference from Individual Items to Render Genera| 
Rules Applicable 


Colorado.—Question: Will you please give us your inter. 
pretation of the following provision of Agent Johanson’s South. 
western Lines Tariff 6-H, I. C. C. No. 2072: 

On pages 141 and 142 of this tariff are shown rates on vege. 
tables from Texas points to Colorado points. Column 4 shows 
a mixture of a number of kinds of vegetables, and refers to 
minimum weight shown in item 306. Item 306 provides for 
minimum weight of 20,000 pounds on vegetables, excepting in 
certain instances of straight carloads, where minima of 17,500 
to 24,000 pounds are prescribed. 





















HIF 


The question is this: On carloads of mixed vegetables con. - 
taining one or more of the items subject to 24,000 pounds is the 
minimum weight 20,000 or 24,000 pounds? 
See also item 300, although rates on pages 141 and 142 are 
not made specifically subject to this item. h 
Are there any rulings of the Interstate Commerce Com. cOdc 
mission on requirement for a specific minimum to be show perfec 


where a mixture is provided for in a single item and a specific 
rate shown for the mixture? 

Answer: As you state, the rates on pages 141 and 142 are 
subject to the minimum weights published in item 306, to which 
specific cross-reference is made. Item 306 provides that “on 
all vegetables, carloads, minimum weight is 20,000 pounds ... 
except as specified below ... 

Co Ee ret rr er 24,000 pounds 
Eg cdiviewcsiwiiccieuwes sees 24,000 pounds” 


Aside from onions without tops shipped with other vege 
tables, item 306 is silent as to what minimum to apply on mixed 







shipments. It is likewise silent about minimum weights to IL} 
apply on straight carloads. That is, this item does not say Erie 
whether the minima therein specified are to apply only to that rides 
straight carloads, only to mixed carloads, or both. It must ap here part 
ply, however, to one or another, at least. ment—th 
It is a common rule of interpretation that we must give ticket is 
effect to all the provisions of the tariff if interpretation of the standards 
tariff as a whole will permit. Seeing that item 306 is not com cars are 
plete, we turn to the general rules governing same and undet York and 
“Rules and Regulations” in item 300, page 43, we find the pro Buffalo. 
vision “Fruits and Vegetables, Mixed Carloads,” and thereunder The se; 
directions to use the highest carload rate and “the highest mini: alranged 
mum weight applicable on any of the articles loaded in the car. as to be 
This general rule applies to the entire tariff except where indi- Position | 
vidual items are complete. It needs no cross-reference to make dows, are 
it applicable. See Berry Bros. vs. C. & N. W., 611. C. C. 46. comfort. 
Giving both items 300 and 306 effect, therefore, the former Prt and have 
vides the minimum weights on mixed carloads and the latter tween an 
perforce is limited by the former to straight carloads. Th’ i twenty-ty 
minimum weight to apply, therefore, in the example stated by afford m: 
you is 24,000 pounds. These | 
A finished j 
TIGHT COOPERAGE RECOMMENDATIONS cial a 
The National Bureau of Standards announces that the pit ain. 
posed simplified practice recommendation for tight cooperag clectr - 
and tight cooperage stock (wooden barrels and kegs) developed thos ci 
by a general conference of interested elements of the industy for PS 
May 16, is now being sent to manufacturers, distributors, 2 Water Nn a 






representative users for signed acceptance to the prop "4 
schedule. When the Division of Simplified Practice has receiv 
sufficient signed acceptances, representing at least 80 per cel 
of the industry, by volume of annual production, the recom 
mendation will be printed as part of the “Elimination of Wart, 
series of the Department of Commerce. The effective date 

the program is July 1, 1930. 
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er vege Through Cars New York-Buffalo 
on mixed 
sights to ve the entire equipment of The Condensed Schedule of The Erie Limited The handsome Coach-Lounge of The 
not say Erie Limited is second to none Erie Limited is a surprising innovation, 
only to that rides the rails, we want to speak Westbound and one that appeals particularly to 
must ap here particularly of the coach equip- . Pg Bi a 8:35 a.m. EST men. It is an all-steel car tastefully 
ment—the cars on which no Pullman Chambers St. Station ...-------- 8:45 a.m. EST decorated in grey and floored with rub- 
1ust give ticket is required, but where Pullman Jersey City Station ............. 9:10 a. m.- EST ber tiling. At one end are deep, com- 
yn of the MP standards of luxury are found. These  [V- Binghamton .............--.--- 3:33 p.m. Fst __ fortable, cushioned, individual, movable 
not com #cars are carried both between New Ar. Buffalo .......cccccccccccccccce 7285 Bm. EST club-car chairs upholstered in blue 
ad wit York and Chicago and New York and Lv. Jamestown PeskaGnesarsepeeene sagt p. m. ner Spanish leather, while the remainder 
the pro alo. Lv. Akron stres+..sscccccicccsce.#91200 acm. EST Of the car has seats in pairs. This car 
—— The om of the coaches, which are Ar. Chicago Dearborn Station....... 8:25 a.m. CST her especially psa gg mag gee Ha 
est mini- alranged in pairs and can be swung so rie passenger travel. ) 
the car.” as to be used in the normal forward Eastbound in effect a Club Car, to smoke and 
rere indi: position or sidewise, facing the win- Ly. Chicago Dearborn Station....... 5:35 p.m. CST lounge at ease, to view the beautiful 
<< dows, are noteworthy for beauty and yo ae tte eeeeeeeereeeeees “ «Ade = — ee, to enjoy thorough travel 
>. C. * comfort. They are deeply cushioned Lv. Buffalo .......ccccccccccccoceee 8255 & m. EST cOmzort. 
rmer pro and have an adjustable arm rest be- Ar. Elmira AEE IARI ONG 12:26 p.m. EST Erie Dining Car Service is nationally 
he latter tween and form-fitting backs set at a B.S 19:00 05:0.0:00080606060%8 1:46 p.m. EST famed and delightfully moderate in 
ids. The twenty-t Ar. New York = Erie Limited ° t 
ted by Mae aff y-two degree angle, proven to Jersey City Station ............. 7:10 p.m. EST price. The Erie Limited carries newes 
stated by ord maximum ease. Chambers St. Station ........... 7:22 p.m. EST type Sleeping Cars, superior Pullman 
These cars are all-steel, artistically W. 28rd St. Station...........0- 7:30 p.m. EST Chair Cars and Pullman Observation- 
rey t i Ra ae outonper open for occupancy at Youngstown at Lounge. 
at night, ic ue carpets 9:80 p. m. No- excess fare on The Limited, ex- 
the pro mya ae 3 the floors, —, wee oe Se 2 eee 8 ew cepting between New York or Paterson 
operat and baggage are conunucus, {Sleeper may be occupied at Youngstown until and Chicago. Lowest fare available for 


jeveloped electric fans keep the air fresh, and 8:00 a. m. 


industry there are spacious, separate washrooms 25-hour New York-Chicago service. 


tors, and for men and women, with plenty of hot The Erie Limited and its Companion Trains There | are other fine, fast, through 
propos Water, also serve the principal intermediate points. Erie trains on convenient schedules. 
receiv 
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Personal Notes 


J. C. Hetherington has been appointed general advertising 
agent, Wabash, with headquarters at St. Louis, succeeding J. H. 
Higgs, resigned. 

R. A. Zwemer, commerce attorney, of the firm of Zwemer 
and Casey, Chicago, died July 18 at his former home, Sioux 
City, Iowa. 

M. C. Watt has been appointed general agent, in charge of 
traffic and transportation, Piedmont & Northern, at Anderson, 
Ss. C. R. R. Vaughan has been appointed commercial agent, 
Spartanburg, S. C., succeeding J. P. King, resigned to engage in 
other business. The Spartanburg territory now embraces main 
line stations Spartanburg to Greenwood, except Greenville and 
Taylors. C. D. Turner has been appointed commercial agent at 
Anderson, S. C., succeeding Mr. Vaughan. 

H. S. Stebbins, vice-president and general manager, Midland 
Continental Railroad, died at Jamestown, N. D., July 8. 

O. G. Richard has been elected traffic manager, Lake 
Charles Association of Commerce, Lake Charles, La. The board 
of commissioners of the Lake Charles Harbor and Terminal Dis- 
trict has elected A. A. Nelson director of the port. 

W. H. Coleman has been appointed general agent, United 
Highway Transit Lines, Inc., at Utica, N. Y. Harry E. Hanners 
has been appointed general agent at Binghamton, N. Y. Charles 
F. Loasby has been appointed commercial agent, with headquar- 
ters at Pier 24, North River, N. Y. Claude E. Moore has been 
appointed terminal agent at Albany, N. Y. 


The New York Central announces the appointment of H. A. 
Coughenour as general agent of the coal and ore department, 
with headquarters at Chicago, to succeed W. L. Harper, who 
oy Mr. Coughenour has been with the New York Central since 
1913. 

Announcement has been made by H. E. Pierpont, vice-presi- 
dent of the Milwaukee, that, effective August 1, R. W. Reynolds 
is appointed commissioner in charge of the agricultural develop- 
ment and colonization department, with headquarters at Chicago. 

W. J. Kelly has been appointed traffic manager, the Baldwin 
Locomotive Works, with office at Eddystone, Pa. He has been 
with the company for more than twenty years and has been 
assistant traffic manager for the last eleven years. 

William J. Gandolfo has been appointed traveling freight 
agent, Pennsylvania, at New Orleans. 

Owing to his retirement as director of traffic, Buick Motor 
Company, George C. Conn has resigned as chairman of the 
National Industrial Traffic League’s committee on transportation 
instrumentalities and car service, which position he has held 
for the last two years. President Day has appointed William H. 
Perry, traffic manager, Pillsbury Flour Mills Company, Minne- 
apolis, a member of the committee, as chairman. 

‘Walker L. Trammell has been appointed traffic manager, 
American Smelting & Refining Company, at New York. 

Albert T. Kimball died at his home in Boston July 3. He 
was formerly treasurer and manager, Railway, Hotel & Steam- 
ship Advertising Company, and had been in transportation work 
prior to that since 1864. . 

Oliver W. Jordan, special agent, Erie, died at his home in 
Boston July 15. He entered transportation service in 1863. 

Glen Stiff, agricultural and industrial commissioner, Texas 
Electric Railway, at McKinney, Tex., died July 8. The position 
of agricultural and industrial commissioner has been abolished. 
od A. Huguley has been appointed commercial agent at Mc- 

nney. 


Doings of the Traffic Clubs 


The Los Angeles Transportation Club held a golf tourna- 
ment at the Brentwood Country Club July 18. 


The Junior Traffic Club of Chicago will hold a golf tourna- 
ment at the Pickwick Suburban Golf Club July 25. 


The Miami Valley Traffic Club will have a golf outing at 
the Xenia, O., Country Club July 25. B. EB. Olsen is chairman 
of the golf committee and L. C. Landaker, Hoover & Allison 
Company, Xenia, is in charge of local arrangements. Prizes 
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will be awarded and a chicken dinner will be served at the ay 
house in the evening, with the ladies in attendance. 


The Jamestown (N. Y.) Traffic Club will hold its anny 
outing August 15 at Midway Park, on Chautauqua Lake. §pop 
will consist of golf, baseball, quoits, bathing, boating, fig 
and skating, followed in the evening with a bounteous, hg 
spun chicken and corn-on-the-cob dinner a-la-open-air.” 


The Oil City-Franklin Traffic Club will have its eighth J 
nual outing at Exposition Park, Conneaut Lake, Pa., August % 
It will be an all-day affair. All traffic men are invited. : 


The Traffic Club of Kansas City held a “mid-summer” ly 
eon at the Baltimore Hotel July 15. There was a program, 
entertainment. The annual picnic will be held August 22, — 


The Traffic Club of New York will hold a golf outing : 
the Richmond Country Club, Dongan Hills, Staten Island, July 


The Tri-City Traffic Club will hold its fifth annual outig 
at the Davenport Country Club, Davenport, Ia., August 8, 
will be an all-day affair, with golf as the principal diversgigy 
Other entertainment will include a horseshoe tournament, 
nis, fishing, and horseback riding. Luncheon will be served 
in the evening, a chicken dinner. 


The Portland Industrial Traffic Club is conducting a 60-day 
membership drive. <A prize of fifteen dollars has been offe 
to the one turning in the most new members, a second prize 
ten dollars, and a third of five. 


More than sixty members and guests attended the din 
and Fourth of July celebration of the Women’s Traffic Club 
Los Angeles at Ben Hansen’s Chicken Shack July 3. Enterta 
ment included a display of fireworks. ’ 


The Women’s Traffic Club of San Francisco held a meeti 
at the Women’s City Club July 18. C. O. Amenette, valuatis 
attorney, Southern Pacific, spoke on “Railroad Valuation.” Mem 
bers of the research committee gave brief outlines of the active 
ties of their respective organizations. ¢ 


COMMISSION PRACTITIONERS 


The Commission, July 17, made public the following list & 
additional names of those admitted to practice before it: 

Walter H. Jacobs, Chicago, Ill.; William R. Scott, Pittsburgh 
Pa.; Irving L. Artes, Bryce L. Hamilton, Guy A. Gladson, all of 
Chicago, Ill.; S. L. Yerkes, Birmingham, Ala.; Carl R. Henry, 
Alpena, Mich.; Charles J. Fagg, Newark, N. J.; James Oliv 
Cromwell, Macon, Ga.; O. A. Smith, Cincinnati, O.; Sidney 
Smith, Louisville, Ky.; Ralph M. Shaw, Chicago, Ill.; Charles A 
Heath, Waterloo, Ia.; Adolph E. Solie, Wausau, Wis.; Geo 
Butler, Jackson, Miss.; Charles O. Dawson, Mason City, Ia; 
Leo. B. Parker, Kansas City, Mo.; Edgar O. Anderson, Rock 
Island, Ill.; Lee F. English, Chicago, Ill.; Harry McCall, Lloyd 
A. Ray, Henry H. Chaffe, Victor Leovy, all of New Orleans, La, 
M. S. Allison, Chicago, Ill.; Dolphin William Bledsoe, Mont 
gomery, Ala.; Robert Bruce Scott, Arlington C. Harvey, both of 
Chicago, Ill.; Roscoe G. Goembel, Kalamazoo, Mich.; Roy Burton 
Phillips, Walter E. Willey, Hugo Ignatius, all of Cincinnati, 0.) 
Nathaniel P. Phillips, New Orleans, La.; William J. Tompkins, 
Chicago, Ill.; Amandus Brackman, Oscar G. Hausner, both of 
St. Louis, Mo.; Joseph J. Daniels, Indianapolis, Ind.; Edmund W. 
Sieboldt, St. Louis, Mo.; Ephraim Rigg, Chicago, Ill.; Donald M 
Marshman, Cleveland, O.; William C. Burger, Louisville, Ky.; 
William G. Brantley, Jr., William G. Brantley, both of Wash 
ington, D. C.; Jesse Newton Davis, Chicago, Ill.; Carl H. Rich 
mond, Washington, D. C.; A. H. Greenly, New York, N. Y.; 
Luther R. Martin, South Bend, Ind.; R. I. Pierce, Chicago 
Heights, Ill.; Morgan Richards, Selma, Ala.; John C. Ryan, 5 
Louis, Mo.; John W. Freels, East St. Louis, Ill.; A. J. Ribe, 
Birmingham, Ala.; Robert A. Meier, Jr., Chicago Heights, I; 
Edward D. Mohr, William A. Northcutt, both of Louisville, Ky. 
Edward F. Stewart, Detroit, Mich.; R. D. Springer, Sioux Falls, 
S. D.; Edward Brenton de Villiers, Mobile, Ala.; Charles E 
Elerick, Grand Rapids, Mich.; W. H. Lyford, George P. Boyle, 
both of Chicago, Ill.; C. B. Heinemann, Washington, D. ©: 
William H. Fitzpatrick, St. Joseph, Mo.; Lewis B. Boswell 
Quincy, Ill.; E. P. Ryan, Grand Island, Nebr.; Stanley C. Higgits 
Mount Hope, W. Va.; V. E. Anderson, Muskogee, Okla.; Claret 
Ogden Amonette, San Francisco, Cal.; Walter R. Scott, Kansas 
City, Mo.;James H. Krueger, St. Paul, Minn.; Lee Kuempél 
Minneapolis, Minn.; R. V. Dover, San Antonio, Tex.; Chas. B. 
Holloman, Houston, Tex.; G. F. Thomas, Little Rock, Ark: 
Allie T. Witcher, Dallas, Tex.; Arthur B. Hayes, Washingto 
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D. C.; W. L. Grubbs, Louisville, Ky.; Perrett F. Gault, Chicago, 
Ill.; T. D. Gresham, Dallas, Tex.; Fred Farrar, Denver, Colo.; 
A. F. Cleveland, Chicago, Ill.; James E. Lyons, San Francisco, 
Cal.; Claude Llewellyn Draper, Cheyenne, Wyo.; C. R. Mus- 
grave, Bartlesville, Okla.; Harry H. McElroy, San Francisco, 
Cal.; H. J. Fernandez, Monroe, La.; Daniel P. Harris, Jr., Ft. 
Worth, Tex.; E. C. Green, Jacksonville, Fla.; Ernest L. German, 
Louisville, Ky.; C. C. Crellin, Minneapolis, Minn.; John W. 
Chartrand, Houston, Tex.; Samuel J. Wettrick, Seattle, Wash.; 
Paul Y. Versen, St. Louis, Mo.; Wendell Stephens, Denver, Colo.; 
C. H. Marshall, MemplHiis, Tenn.; Brainerd W. La Tourette, St. 
Louis, Mo.; John W. Kachelhoffer, Kansas City, Mo.; J. Jos. 
Brown, St. Paul, Minn.; Cass E. Warner, Kansas City, Mo.; 
Theodore P. Artaud, Washington, D. C.; Robert J. Henderson, 
Minneapolis, Minn.; Samuel Herndon, Cincinnati, O.; A. G. T. 
Moore, New Orleans, La.; C. M. Mitchell, Des Moines, Ia.; T. E. 
H. Snow, Moline, Ill.; Eugene E. Dullahan, Houston, Tex.; 
Arthur W. Miller, Shreveport, La.; Mart H. Royston, Galveston, 
Tex.; O. W. Soderquist, Chicago, Ill.; G. O. Bateman, Dallas, 
Tex.; T. H. Trelford, Duluth, Minn.; Francis D. Campau, Grand 
Rapids, Mich.; Walter M. Campbell, Thos. R. Woodrow, Elroy 
N. Clark, Theodore A. White, all of Denver, Colo.; C. E. Mc- 
Daniel, Memphis, Tenn.; James W. Carmalt, Washington, D. C.; 
Sam E. Houston, Dallas, Tex.; Allan P. Matthew, San Francisco, 
Cal.; S. J. Smith, Jr., Commerce, Ga.; Lucius H. Kentfield, New 
York, N. Y.; Henry R. Gower, Washington, D. C.; D. E. Weil, 
New Orleans, La.; William P. Ellis, Salem, Ore.; James M. 
Chaney, St. Louis, Mo.; G. H. Zimmerman, Waco, Tex.; Herman 
Mueller, St. Paul, Minn.; Frederick T. Hyde, Geo. B. Harris, 
Oliver B. Wyman, all of San Francisco, Cal.; Roy W. Campbell, 
Chicago, Ill.; Harriet P. Tyler, Leslie N. Bradshaw, both of San 
Francisco, Cal.; Emuel J. Forman, Los Angeles, Cal.; F. W. 
Mielke, San Francisco, Cal.; W. W. Klingensmith, Tulsa, Okla.; 
Joseph H. Barwise, Ft. Worth, Tex.; Henry C. Wilson, Sioux 
City, Ia.; E. M. Hinkle, Shreveport, La.; Sam Goodstein, Dallas, 
Tex.; Forrest G. Robinson, New Orleans, La.; P. R. Naylor, 
P. H. Kuhns, G. H. Longwell, D. G. Gilman, all of Denver, Colo.; 
John L. Darrouzet, Galveston, Tex.; James O. Cassidy, Fernan- 
dina, Fla.; John T. Picott, San Francisco, Cal.; Patrick H. Con- 
nely, Escanaba, Mich.; Harry Gottesfeld, Jack D. Thurston, 
R. W. Palmer, T. W. Dahlquist, John O. Moran, Fitz-Gerald Ames, 
Warren Olney, Jr., all of San Francisco, Cal.; William H. Day, 
Boston, Mass.; Frank I. McDonough, Richmond, Va.; Thomas A. 
Durrant, Grand Forks, N. D.; Ralph E. Slayton, New York, 
N. Y.; Frank Van Sant, Washington, D. C.; Robert H. Strahan, 
New York, N. Y.; Robert M. Smith, Baltimore, Md.; Joseph A. 
Nacrelli, Washington, D. C.; Edwin A. Lucas, Philadelphia, Pa.; 
Edmund S. Hawley, Chauncey H. Hand, Jr., both of New York, 
N. Y.; John F. Finerty, Francis W. Clements, Lawrence H. Cake, 
all of Washington, D. C.; James B. Zink, Philadelphia, Pa.; 
Dabney T. Waring, Lee C. Seff, both of New York, N. Y.; E. 
George Siedle, Lancaster, Pa.; Paul M. Ripley, James H. Noble, 
both of New York, N. Y.; Samuel F. Dickenson, Wilson, N. C.; 
Ira C. Cochran, Washington, D. C.; Frank Andrews, Houston, 
Tex.; Joseph Park Babcock, Louis H. Benner, both of New York, 
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N. Y.; Robert W. Campbell, Chicago, Ill.; James ©, p, 
Philadelphia, Pa.; Percy H. Lash, Richmond, Va.; Halsey yf 
Govern, Washington, D. C.; Samuel W. Moore, New York, x 
R. S. Mawson, Philadelphia, Pa.; W. C. Mitchell, New Yor 
N. Y.; Milton T. S. Orner, Pittsburgh, Pa.; Edward . Por; 
Philadelphia, Pa.; Allan C. Rearick, New York, N. Y.; Hang 
Savin Shertz, Philadelphia, Pa.; J. T. Slatter, Lynchburg Ve: 
Julien C. Sloss, New York, N. Y.; W. J. Stroebel, Washing, 
D. C.; Fletcher Rockwood, Portland, Ore.; Charles B. Guthr 
Washington, D. C.; Arthur H. Schwietert, Chicago, IL; Ham 
T. Moore, E. L. Hart, both of Atlanta, Ga.; Timothy M, p 
han, Chicago, Ill.; Benj. J. Brooks, Washington, D. C.; John | 
McQuillan, New York, N. Y.; George R. Nuzum, Fall Rie 
Mass.; Herman L. Bode, Pierre, S. D.; Herbert Fitzpatrig 
Cleveland, O.; Charles T. Abeles, Norfolk, Va.; ©. F, Keely 
Roanoke, Va.; W. J. Herman, West View, Pa.; Charles J, Aust 
New Rochelle, N. Y.; G. F. Snyder, Washington, D. C.; Eugeyl 
S. Wilson, New York, N. Y.; Abram M. Tillman, Washingt) 
D. C.; Paca Oberlin, New York, N. Y.; John B. Keeler, pi, 
burgh, Pa.; John A. Hull, Washington, D. C.; John A. Porghg 
Toledo, O.; John C. Bills, Detroit, Mich.; Chester L. Whitten, 
Boston, Mass.; E. M. Thomas, Richmond, Va.; Stephen DP, Ris 
Syracuse, N. Y.; Ernest R. Raumaker, Pittsburgh, Pa.; Frankz 
Luther, Baltimore, Md.; W. E. Kasel, Schenectady, N. Y.; Py, 
Carnahan, Washington, D. C.; Ferdinand Born, Indianapgj 
Ind.; Walter E. Baker, Chicago, Ill.; Freeman Bradford, Sigg 
City, Ia.; A. J. Christiansen, Moline, Ill.; J. F. Dalton, Norty 
Va.; C. S. Decker, Daniel D. Devine, both of New York, |. 
Dennis F. Donovan, Duluth, Minn.; Bernard J. Drumm 
Mason City, Ia.; M. J. Healy, Topeka, Kan.; George A. Hoffeliz 
Chicago, Ill.; James E. Johnston, Kansas City, Mo.; M. M. Joyy 
Minneapolis, Minn.; Charles J. Kucera, Kansas City, Mo.; Jang 
W. Ludlow, Cedar Rapids, la.; Clarence A. Mitchell, New ¢ 
leans, La.; Frank H. Moore, haymond W. Moore, both of Kany 
City, Mo.; M. C. Moore, Jackson, Miss.; O. W. O’Berg, Aust 
Minn.; Wallace D. O’Brien, St. Paul, Minn.; Berne A. Pr 
New York, N. Y.; C. F. Real, Topeka, Kan.; Bertram M. Richa 
son, Des Moines, Ia.; Thaxton Richardson, Greensboro, Ny. () 
Lewis H. Rubin, New York, N. Y.; Frank L. Ruland, St. Loi 
Mo.; Gerald M. Swanstrom, L. D. Veltum, Colin W. Wright,d 
of Minneapolis, Minn.; A. R. Kennedy, Pittsburgh, Pa.; Jam 
A. Keller, San Francisco, Cal.; Harrison M. Smith, Lined 
Nebr.; George F. Mahoney, Boston, Mass.; G. Stewart Hené 
son, Baltimore, Md.; Wilbur E. Hanley, Cleveland, 0.; Wall 
S. Flint, New York, N. Y.; George M. Field, Newcastle, hi) 
Paul Smith, New York, N. Y.; Frank C. Leslie, Akron, | 
Edward W. Knight, Charleston, W. Va.; Isaac Born, India 
apolis, Ind.; John A. Zelinski, Jesse J. Robinett, both of Wa 
ington, D. C.; Hunter A. Manning, Atlanta, Ga.; Frank A. Hey 
E. L. O’Connor, both of Chicago, Ill.; John Leo Behrens, Mus 
tine, Ia.; John L. Warren, Boston, Mass.; Edward W. Whedd 
Portland, Me.; C. E. Widell, Nashville, Tenn.; O. H. Wear 
Griffin, Ga.; Frank E. Webster, Chicago, Ill.; Herbert V.! 
Wade, Norfolk, Va.; A. F. Vandegrift, Louisville, Ky.; Sit 
Post Simpson, New York, N. Y.; Ralph L. Tuttle, Grand Rapié 


Detroit Union Produce Terminal Opened 


NE of the largest and most modern 
6) produce terminals in the world was 
dedicated at Detroit June 28. Occupy- 
ing 40 acres of ground with 14 more acres 
available for expansion, the terminal has a 


present capacity of 1,200 cars a day. It is 
served jointly by the Pennsylvania, the 
Wabash, and the Pere Marquette. Included 
in the terminal are 10 miles of railroad 
track, three miles of concrete platforms and 
70,000 square yards of concrete paving. 
There are two buildings 70 by 1,044 feet, 
containing storage space, offices, auction 
rooms, telegraph offices, a restaurant, and 
a branch bank. It is estimated that between 
50,000 and 60,000 carloads of produce, des- 
tined for Detroit and nearby points, will be 
handled in the terminal its first year of 
service. 

J. E. Taussig, president of the Wabash, 
F. H. Alfred, vice-president of the Pere 
Marquette, and J. L. Eysmans, vice-presi- 
dent of the Pennsylvania, spoke at the 
dedication of the terminal. Dinner was 
served to 2,000, followed by vaudeville en- 
tertainment. 
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Customs Agencies 


The National Railways of Mexico maintain official cus- 
toms agencies at El Paso, Eagle Pass, Laredo and Browns- 
ville, Texas, which are fully equipped to handle all 
shipments. The employment ofthese agencies affords 
many advantages, particularly in billing all customs and 
incidental charges including importation duties to be 
collected at destination. 


Fast Freight Service 


Allimport freight receives prompt and careful attention; 
is forwarded to destination on daily fast freight trains. 


For Complete Information 
Communicate with 


F. P. De Hoyos, Gen. Agt. G. B. Aleman, Gen. Agt. 
1515 Penn Bldg. 2195 Ry. Exch. Bldg. 
New York City St. Louis, Mo. 


F. N. Puente, Gen. A. Horcasitas, Com. Agt. 
441 Monadnock Bidg. 414 Whitney Bank Bids, 
San Francisco, Calif. New Orleans, La. 


F. C. Lona, Com. Agent 
301 Marquette Bldg. 
Chicago, Illinois 


Laredo to Mexico City . . . 53 Hours El Paso to Mexico City . . « 101 Hours 
Eagle Pass to Mexico City . . 67 Hours Brownsville to Mexico City . 69 Hours 


ATIONAL RAILWAYS OF MEXICO 
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Mich.; R. C. Trovillion, St. Louis, Mo.; R. S. Thompson, Mil- 
waukee, Wis.; Charles Wm. Strickling, Huntington, W. Va.; 
G. H. Staat, Chicago, Ill.; E. R. Schramm, St. Louis, Mo.; Andrew 
W. Sexton, Chicago, Ill.; W. Pendleton Sandridge, Jr., Richmond, 
Va.; O. W. Sandberg, Chicago, Ill.; Samuel D. Royse, Terre 
Haute, Ind.; Frank Wm. Rogers, Chicago Heights, Ill.; Thomas 
A. Reynolds, Chicago, Ill.; C. C. P. Rausch, St. Louis, Mo.; 
James C. McGohan, Cincinnati, O.; J. A. Lynch, Dallas, Tex.; 
F. A. Leland, St. Louis, Mo.; John H. Kane, Chicago, IIll.; Wil- 
liam J. Houghney, Little Rock, Ark.; E. T. Hitchcock, Cedar 
Rapids, la.; Henry C. Hicks, Williamsport, Pa.; Walker D. Hines, 
New York, N. Y.; Joseph W. Herrold, Columbus, O.; W. H. 
Hendley, Spartanburg, S. C.; Walter Hayes, Chicago, Ill.; H. J. 
Hausner, St. Louis, Mo.; W. J. Hammond, Chicago, Ill.; Frank E. 
Harrison, Jr., Tallahassee, Fla.; Charles Hansel, Washington, 
D. C.; J. O. Gill, Mobile, Ala.; Joseph E. Flansburg, J. D. Forrest, 
J. Carter Fort, all of Chicago, Ill.; Glenn R. C. Faling, Kala- 
mazoo, Mich.; Charles B. Ellis, Pittsburgh, Pa.; Oscar B. Eddy, 
Peoria, Ill.; C. P. Dowlin, St. Louis, Mo.; C. C. Dougherty, Chi- 
cago, Ill; G. H. Dorr, New York, N. Y.; Thomas E. Grady, 
Miami, Fla.; Erich W. Dallman, Milwaukee, Wis.; Robert S. 
Cooper, Greensboro, N. C.; R. G. Cobb, Mobile, Ala.; Frank B. 
Clark, St. Louis, Mo.; Henry Christianson, Aloysius B. Cawley, 
both of Chicago, Ill.; Roy Carson, Louisville, Ky.; Edward Cole- 
man Bywater, Cincinnati, O.; J. S. Brown, Chicago, Ill.; Bert L. 
Benfer, Cleveland, O.; John C. Beetham, Chicago, Ill.; Frederick 
W. Burton, Rochester, N. Y.; Chas. W. Braden, New York, N. Y.; 
W. Earl Gardner, Hagerstown, Md.; Clarence B. Ackerman, 
Chicago, Ill.; E. N. Adams, Tulsa, Okla.; W. T. Armstrong, Gal- 
veston, Tex.; Percy H. Banks, Louisville, Ky.; J. Raymond 
Barse, R. B. Battey, both of Chicago, Ill.; James D. Benedict, 
Denver, Colo.; A. S. Boden, Aberdeen, S. D.; Earle H. Bogardus, 
Schenectady, N. Y.; L. V. Brandt, Chicago, Ill.; Charlie W. 
Brosius, New Orleans, La.; J. E. Bryan, Chicago, Ill.; Thomas C. 
Bullers, Des Moines, Ia.; J. L. Burke, Tulsa, Okla.; H. W. Chap- 
man, Jamestown, N. Y.; C. E. Childe, Omaha, Nebr.; E. M. Cole, 
Birmingham, Ala.; Leonard N. Conyers, North Kansas City, Mo.; 
Wm. L. Cook, Houston, Tex.; E. J. Cosgrove, Jr., Tampa, Fla.; 
W. A. Cain, Fayetteville, Ark.; Marcellus L. Countryman, Jr., 
St. Paul, Minn.; C. C. Crouse, Des Moines, Ia.; George A. 
Crowder, Denver, Colo.; J. G. Cruise, Kansas City, Mo.; Harry 
W. Davis, Ottumwa, Ia.; Jesse E. Davis, Omaha, Nebr.; William 
E. Davis, Kansas City, Mo.; Harry S. Dickinson, John Q. Dier, 
both of Denver, Colo.; Joseph H. Donnell, Tampa, Fla.; Howard 
E. Fairweather, Ft. Wayne, Ind.; Frank B. Faris, Bloomington, 
Ind.; Daniel R. Frost, St. Paul, Minn.; E. R. Gardner, Wash- 
ington, D. C.; Francis J. Gehan, St. Paul, Minn.; James D. Gib- 
son, Muskogee, Okla.; E. M. Gleason, Texarkana, Ark.; C. D. 
Cass, Washington, D. C.; William D. Goble, Findlay, O.; Henry 
J. Hart, Bangor, Me.; Summers Hardy, Tulsa, Okla.; A. C. 
Harris, Chicago, Ill.; William S. Henley, Hazlehurst, Miss.; 
William Hildebrand, West Orange, N. J.; D. G. Hitchcock, Tampa, 
Fla.; J. E. Johanson, St. Louis, Mo.; J. H. Johnston, Oklahoma 
City, Okla.; J. B. Jones, Danville, Va.; Geo. Chester Kiefer, 
New Orleans, La.; Cornelius Lynde, William J. M. Lahl, both of 
Chicago, Ill.; Wesley H. Maider, Gloversville, N. Y.; Joe Mason, 
Texarkana, Tex.; Frederic D. McCarthy, St. Paul, Minn.; James 
C. McCollum, Chicago, Ill.; E. A. McCord, Ft. Worth, Tex.; 
Jno. A. McKenzie, Omaha, Nebr., H. L. McNamara, St. Louis, 
Mo.; H. A. Middleton, Teledo, O.; A. E. Morris, Dallas, Tex.; 
Curtis R. Morrow, Jefferson City, Mo.; Van Buren Myers, Dallas, 
Tex.; Lawrence M. O’Leary, Ft. Dodge, Ia.; C. J. O’Neil, Chicago, 
Ill.; David W. Oyler, Denver, Colo.; Van M. Parshall, Albany, 
N. Y.; Carroll N. Perkins, Waterville, Me.; I. C._ Peterson, 
Topeka, Kan.; J. Chas. Phelps, Raleigh, N. C.; Will C. Pike, 
Muncie, Ind.; John L. Rice, Denver, Colo.; Robert A. Rowe, 
Greenwood, Ark.; R. W. Schapanski, Chicago, Ill.; Samuel W. 
Sawyer, Kansas City, Mo.; Ralph H. Schultz, Wichita Falls, 
Tex.; Andrew C. Scott, Jack Garrett Scott, both of Denver, Colo.; 
Harry M. Slater, Springfield, Ill.; T. J. Slattery, Kansas City, 
Mo.; Milo A. Smith, Charles W. Stadell, C. M. Starks, all of Chi- 
cago, Ill.; J. L. Stewart, Houston, Tex.; John E. Tatum, Ft. 
Smith, Ark.; William N. Telgman, Chicago, Ill.; W. V. Tompkins, 
Prescott, Ark.; J. Richardson Townsend, San Francisco, Cal.; 
Henry J. Trossen, Chicago, Ill.; John R. Turney, St. Louis, Mo.; 
Jonas Waffle, Terre Haute, Ind.; P. E. Welsh, Kansas City, Mo.; 
William E. Wherity, Little Rock, Ark.; Walter S. Whitten, Lin- 
coln, Nebr.; R. D. Williams, St. Louis, Mo.; E. Del Wood, Chat- 
tanooga, Tenn.; Patrick Henry Yorke, Pittsburgh, Pa.; G. A. 
Ryser, Dallas, Tex.; Michael F. Nugent, Kearney, N. J.; H. F. 
Young, Minneapolis, Minn.; William R. Moore, New York, N. Y.; 
Shelby L. Wiggins, Beaumont, Tex.; Claude C. Wild, San Angelo, 
Tex.; Henry J. Saunders, Washington, D. C. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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TRAFFIC CLUBS 


(The following list of traffic clubs will be published from 
to time. We ask that readers notify us of any errors or 
changes or additions of which they have any knowledge.) 

Akron, O.—Traffic Study Club of Akron. U. E xy 
Pres.; S. A. Brigham, Secy. and Treas. 

Akron (0.) Traffic Club. J. C. Williams, Pres.; H, 1 g, 
cool, Secy. 

Albany, N. Y.—Capital District Traffic Association, | | 
McCarthy, Pres.; C. L. Ferguson, Secy.-Treas. / 

Anderson (Ind.) Traffic Club. John Peters, Preg.: », 
Waugh, Secy. , 

Atlanta—Traffic Club of Atlanta. F, C. Cheney, p 
F. B. Porter, Secy.-Treas. y 

Baltimore—tTraffic Club of Baltimore. 
C. F. Johnston, Secy. 

Baton Rouge Traffic Club. D. S. Reymond, Preg,; 2 
Eisworth, Secy.-Treas. 

Battle Creek (Mich.) Traffic Club. E. C. Nettels, 7 
Eugene Wallace, Secy.-Treas. 

Binghamton, N. Y.—Greater Binghamton Traffic Club, ¢ 
Scully, Pres.; J. A. Simmons, Secy. , 

Birmingham (Ala.) Traffic and Transportation Club. 2 
McCaffrey, Pres.; W. E. Francis, Secy. 

Boston, Mass.—The Association of Railway and Steam 
Agents of Boston. S. B. St. John, Pres.; W. M. Macomber, & 
Treas. 

Bridgeport (Conn.) Traffic Association. H. J. Benzie, P 
A. Winter, Secy. 

Brooklyn—tTraffic Club of Brooklyn, Chamber of Comme 
Louis Harber, Pres.; A. C. Welsch, Secy. 

Buffalo Transportation Club. G. H. 
Norcliffe, Secy.-Treas. 

Camden (N. J.) Industrial Traffic Club. N. H. Lawton, Pry 
H. P. Ross, Secy. 

Canton (O.) Traffic Club. 
Secy. 

Chattanooga Traffic and Transportation Club. E. Del ¥ 
Pres.; E. R. White, Secy.-Treas. 

Chicago Traffic Club. A. R. Gould, Pres.; 
Niven, Secy. 

Chicago, Junior Traffic Club of. H. A. Taylor, Pres.; J 
Paulen, Secy. 

. Cincinnati Traffic Club. Theo. Davis, Pres.; G. W.) 
ecy. 

Cincinnati Association of Traffic Students. 
Pres.; F. H. Topmiller, Secy. 

Clarksburg (W. Va.) Traffic Club. R. C. Gaylord, Px 
L. K. Auten, Secy.-Treas. 

Cleveland Traffic Club. A. H. Brown, Pres.; W. Ak 
Secy. 

Columbus, O., Transportation Club. C. E. Veth, Pr 
W. A. Bickel, Secy. 

Cortland, N. Y.—Industrial Traffic Club of Cortland. 1 
Darling, Chairman; P. F. McManus, Secy. 

Dayton, O.—Miami Valley Traffic Club. Robert McDo 
Pres.; M. T. Otto, Secy. 

Dallas Traffic Club. N. L. Rankin, Pres.; O. K. Saul 
Secy.-Treas. 

Davenport, Ia.—Tri-City Traffic Club. H. J. Schroeder, ? 
A. J. Christiansen, Secy.-Treas. 

Decatur (Ill.) Transportation Club. P. G. King, ? 
A. Lukey, Secy. V 

Des Moines Transportation Club. J. J. Lynch, Pres. ! 
Adams, Secy.-Treas. 

Denver Traffic Club. C. I. Fitzgerald, Pres.; W. H. Br 
Secy. and Treas. 

Denver Commercial Traffic Club. E. L. Adams, Pres; 
Hotchkiss, Secy.-Treas. 
. Detroit Traffic Club. F. J. Armstrong, Pres.; T. R. Col 

ecy. 
Detroit, Mich., Motor-City Traffic Club. J. A. Treat, ? 
F. A. Salter, Secy. 

Elmira (N. Y.) Traffic Club. W. C. Metzger, Pres.; 
Wilson, Secy.-Treas. 

El Paso Traffic Club. E. F. Anderson, Pres.; F. C. ™ 
Secy.-Treas. 

Erie Traffic Club. R. C. Foster Pres.; W. M. Hi 
Secy. 

Evansville Ind.) Transportation Club. R. J. Siemers,' 
P. W. Lawrence, Secy.-Treas. 

Flint (Mich.) Transportation Club. E. D. Grinnell, * 
J. E. MeKenna, Secy. and Treas. 

Fort Wayne (Ind.) Transportation Club. W. A. & 
Pres.; C. L. Saurbaugh, Secy. 

Fort Worth Traffic Club. BH. E. Wyatt, Pres.; I. 8. 
nell, Secy. 
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Freeport, Ill.—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. 

Greater Binghamton (N. Y.) Traffic Club. A. A. Gerlitz, 
Pres.; J. A. Simmons, Secy. 

Grand Rapids Transportation Club. J. E. MacGregor, Pres.; 
John Timmers, Secy. 

Hamilton, Ont., Traffic Club. O. A. Sharp, Pres.; 
Galloway, Secy.-Treas. 

Hartford Traffic Association of Hartford (Conn.) and Vi- 
cinity. W. P. Price, Pres.; O. R. Peterson, Secy. and Treas. 

Houston Traffic Club. J. E. Carter, Pres.; A. R. Canfield, 


W. T. 


Secy. 
Indianapolis—The Traffic Club of Indianapolis. W. F. Ben- 
ning, Pres.; R. C. Johnston, Secy. 

Jackson (Mich.) Transportation Club. C. H. Berry, Pres.; 
G. L. Baldwin, Secy. 

Jacksonville (Fla.) Traffic Club. C. E. Muller Pres.; H. W. 
Lee, Secy.-Treas. 

Jamestown (N. Y.) Traffic Club. James Kelly, Pres.; O. M. 
Odell, Secy.-Treas. 

Jefferson City (Mo.) Traffic Club. D. M. Oberman, Pres.; 
C. Morrow, Secy. 

Jersey City Traffic Club. J. E. DeShazo, Pres.; J. J. Cul- 
lington, Secy. 

Joplin (Mo.)—Tri-State Traffic Club. S. A. Fones, Pres.; 
W. B. Schreirer, Secy.-Treas. 

Kalamazoo Traffic Club. L. E. Weirs, Pres.; Arthur Wol- 
cott, Secy. 

Kansas City Traffic Club. G. L. Walker, Pres.; A. A. Lut 
trell, Secy.-Treas. 

Knoxville (Tenn.) Traffic Club. P. W. McKinney, Pres.; 8S. L. 
Carson, Secy.-Treas. 

Lancaster, Pa.—Traffic Club of Manufacturers’ Assn. A. J. 
Kohler, Pres.; A. H. Spinner, Secy. and Treas. 

Lansing (Mich.) Traffic Club. Sherwood Bennett, Pres.; 
Melroy Lewis, Secy. 

Little Rock (Ark.) Traffic Club. W. B. Wier, Pres.; J. 
Meaders, Secy.-Treas. 

Los Angeles Transportation Club. T. A. Loretz, 
L. G. Wilson, Secy.-Treas. 

Los Angeles, Calif. Harbor Transportation Association. 
H. W. Pate, Pres. 

Los Angeles Women’s Traffic Club. Grace Dewey, Pres.; 
Emma A. Kentz, Secy.-Treas. 

Louisville Transportation Club. L. F. McFarland, Pres.; 
S. A. Cash, Secy. 

Mansfield (O.) Traffic Managers’ Division of the Manufac- 
turers’ Club. C. K. Smaltz, Chairman; W. T. Leonard, Secy. 

Marion (O.)-Central Ohio Traffic Club. A. R. Tennis, Pres.; 
D. H. Jones, Secy. and Treas. 

Memphis Traffic Club. L. D. Nicholson, Pres; H. H. Schutt, 


Pres.; 


Secy. 
Memphis—Women’s Traffic Club. Mrs. O. E. Bisplinghoff, 
Pres.; Miss Mary McLaughlin, Secy.-Treas. 


Milwaukee Traffic Club. J. M. Zakariasen, Pres.; Ervin 
Manske, Secy. and Treas. 
Milwaukee Junior Traffic Club. G. B. Thomson, Pres.; 


J. R. Dryer, Secy.-Treas. 
, Minneapolis Traffic Club. J. L. Losie, Pres.; J. G. Mann, 
ecy. 

Minneapolis Junior Traffic Club. R. A. O’Leary, Pres.; C. C. 
Morey, Secy. 

Mount Vernon (N. Y.) Traffic Forum. G. F. Griffiths, Pres.; 
H. J. Muller, Secy.-Treas. 

Mobile Traffic Club. J. E. Paterson, Pres.; E. E. Quincy, 
Secy. and Treas. 

Montreal, Can., Traffic Club of; C. N. Ham, Pres.; F. T. 
Parker, Secy.-Treas. 

Muskegon Transportation Club. L. D. Drake, Pres.; G. D. 
Elliott, Secy.-Treas. 

Nashville, Tenn.—The Traffic Club of Nashville. R. D. Her- 
bert, Pres.; Earl Roach, Secy. 

Newark Traffic Club. D. R. Crotsley, Pres.; W. W. Pierce, 
Secy. 

Newark, N. J. New Jersey Industrial Traffic League. C. S. 
Milnes, Pres.; C. J. Fagg, Secy. 

New England Traffic Club, Boston. William J. Cunningham, 
Pres.; P. L. Stuart, Secy. 

New Orleans, Traffic Club of. W.H. DeFrance, Pres.; E. C. 
Marks, Secy. 
. New York Traffic Club. G. F. Hichborn, Pres.; C. A. Swope, 

ecy. 

New York Traffic Forum. S. Moss, Pres.; C. Metz, Secy. 

New York, N. Y. Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 

New York Junior Traffic Club. J. E. McDonald, Pres.: 
V. Wanamaker, Secy. 


The Traffic World 





New York, N. Y.—American Commerce Association 
Club. 8S. E. Hughes, Pres.; F. N. Tillier, Secy. 

New York, N. Y.—Railway and Steamship Traffic 
tion. N. E. H. Allen, Pres.; H. V. Ferrer, Secy. 

New York, N. Y.—Cooperative Traffic Association o 
York. J. J. Scully, Pres.; C. J. Baker, Secy. 


Norfolk-Portsmouth (Va.) Traffic Club. M. D. Walsh, Pr. 


R. T. Ethredge, Secy. 


Oakland (Calif.) Traffic Club. J. B. Taylor, Pres; 7 J 


Harrington, Secy.-Treas. 
Oil City-Franklin (Pa.) Traffic Club. L. A. Martin, p, 
J. V. Lukehart, Secy. 


Oklahoma City Traffic Club. Graham Waring, Pres, Bg 


Wolfe, Secy. 

Omaha Traffic Club. Dan Geilus, Pres.; W. V. 6. My, 
mack, Secy. and Treas. 

Peoria Transportation Club. W. C. White, Preg.; 9, 
Eddy, Secy.-Treas. 

Philadelphia Traffic Club. T. N. Butler, Pres.; W. 5. 
gomery, Secy. 

Philadelphia—Commercial Traffic Managers of Philadej 
B. C. McPherson, Pres.; T. Noel Butler, Secy. 

Philadelphia—Philatra Traffic Association. C. C. Sloth 
Pres.; C. H. Beard, Secy. 

Phoenix (Ariz.) Traffic Club. W. L. Hamilton, Pres; 2 
Rowan, Secy. 

Pittsburgh Traffic Club. J. C. Gross, Pres.; A. Hy 
Secy. 
Pittsburgh, The Traffic and Transportation Assoclatiq 
C. W. Gottschalk, Pres.; S. H. Verner, Secy. 

Port Huron. Mich.—St. Clair River District Transporaj 
Club. W. W. Shingle, Pres.; C. C. Prichard, Secy. 

Portland (Maine) Traffic Association. J. A. De Gagne, Px 
G. H. Thompson, Secy. and Treas. 

Portland (Ore.) Industrial Traffic Club. F. O. Curtis, Px 
C. C. Meriweather, Secy. 

Portland, Ore. Rose City Traffic Club. H. L. Hudson, } 
W. O. Roberts, Secy.-Treas. 

Providence, R. I.—Traffic Club of the Providence Cha 
of Commerce. J. A. Leon, Chairman; E. C. Southwick, § 

Racine Traffic Club. H. F. C. Brown, Pres.; ©. P, & 
Secy. 

Richmond (Va.) Traffic Club. O. J. McSwain, Pres.; ¥ 
Lee, Secy. 

Rochester, N. Y.—Traffic Club of the Rochester (1 
of Commerce. I. G. Zoerner, Chairman; F. W. Burton, Seq. 

Saginaw (Mich.) Traffic Club. L. F. Swartout, Pres; 
MacDonald, Secy.-Treas. 

St. Joseph, Mo., The Traffic Club of. Scott Sallyards, ? 
F. W. Schmidt, Secy.-Treas. 

St. Louis Traffic Club. J. N. Cornatzar, Pres.; S. EB. Wi 
Secy. 
St. Louis, Junior Traffic Club of. C. M. Morgan, P 
E. L. Neuhaus, Secy. 

St. Paul Transportation Club. C. K. Landes Pres, ¢. 
Liggett, Secy. 

San Antonio (Tex.) Traffic Club. J. Gugenheim, ? 
G. H. Doyle, Secy.-Treas. 

San Diego (Calif.) Traffic Club. J. B. A. Brennat,! 
G. F. Reil, Secy. 

San Francisco Transportation Club. W. J. Martindale,? 
Herman Pierson, Secy. 

San Francisco-Pacific Traffic Association. J. H. Todd, fm 
L. B. Hughes, Secy. 

San Francisco Women’s Traffic Club. Jessie G. 
Pres.; Isabel Tooley, Secy. 

Savannah Traffic Club. H. M. Emerick, Pres.; LL 
Donald, Secy.-Treas. 

Seattle Transportation Club. A. F. Haines, Pres.; 8 
Mosher, Secy.-Treas. 

Shreveport (La.) Traffic Club. H. B. Hearne, Pres. ¢ 
Booth, Secy. ‘ 

Sioux City Traffic Club. C. W. Evers, Pres.; R.J° 
han, Secy.-Treas. ; 

South Bend (Ind.) Traffic Club. W. M. Yoder, Pres; 
Young, Secy.-Treas. 

Springfield (Mass.) Traffic Club. 
G. T. Smith, Secy.-Treas. : 

Spokane Transportation Club. E. L. Cardle, Pres; * 


Greene, Secy.-Treas. ‘ 
J. J. Jacobs, Pres.; F. & 


Syracuse Traffic Club. 

Secy. 
Tacoma Traffic Club. E. R. Cronkite, Pres.; T. L Me 

Secy. , 

Terre Haute Transportation Club. H. A. Hollopetet, 

F. H. Voelker, Secy. Tf 
Toledo Transportation Club. F. X. Stukenborg, Pres " 

Chisholm, Secy. 


W. E. Sheehan, ! 
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Tes.; 0, 
W. HM 
hiladel is as nearly complete as it is possible to make it. 
- Slothor Every day it comes to you, by first class mail 


Pres.; R with 


A. HL buildings for manutfac- 
sociation Lists of abstracts of tariffs filed with the turing of all kinds. 
Interstate Commerce Commission. 
ansportii 
— Complete lists of embargoes as issued 
-~ by the American Railway Association 
Yurtis, P at Chicago and Washington. 
ndson, F Dockets of proposals for rate changes 
nee Chan to be gee Mga various car- Eleven miles from New 
hwick, § riers’ rate commi 5. ; . 
CPi York City. Labor in 
Abstracts of fourth and sixth section 

Pres; applications and orders. abundance. Water and 
ter CI Rail facilities. Trucking, 
ton, Secy. Suspension orders, released rate orders, ° ° 
ut, Pres; emsahip calitasgs, and and in fact, every termi- 
lyards, Pr nal service. 


a” THE MOST COMPLETE, PROMPT AND AC- 
organ, Pile CURATE NEWS ACCOUNTS AVAILABLE 
OF DEVELOPMENTS IN TRAFFIC AND 


Pres.; ¢ 
; TRANSPORTATION MATTERS. 
vheim, f 
ean New York City Conveniences, 
a Subscribers for THE DAILY TRAFFIC 
tindale, WORLD AND TRAFFIC BULLETIN also re- at New Jersey Rentals 
+ Todd, Pa ceive, without extra charge, copies of the 
weekly Traffic World and the weekly Traffic 
sie G. I Bulletin. Thus, nothing is left undone that 
in’ will make for completeness of information and 
8.5 convenience for the subscriber. 
Pres.; & 
, Pres. © We invite your inquiries 
Rut Then, there is the personal service from Washington y 7 


js recently augmented, performed without charge for 
, Pres.; * Daily subscribers. That ought to interest you espe- 
rechan, Pigme ctally, 


,, Pres; F 
yu A series ef sample copies and full 
tccivacecéi || BAYWAY TERMINAL 
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Lopeter, 
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g, Pret. 
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Toronto, Can.—The Transportation Club of Toronto. C. H. 
Lown, Pres.; H. F. Walker, Secy. 

Trenton (N. J.) Traffic Club. B. H. Reed, Pres.; G. E. 
Mace, Secy. 

Troy, N. Y.—The Traffic Club, Inc., of Troy. W. J. Cipperly, 
Pres.; G. S. Glass, Secy. 

Tulsa, Okla.—Traffic Club of Tulsa. 
A. H. Farrar, Secy. 

Tuscarawas County (Ohio) Traffic Club. H. B. Bodenhamer, 
Pres.; E. P. Harris, Secy. 

Twin City Traffic Clu» (St. Joseph and Benton Harbor 
(Mich.) B. S. Barnes, Pres.; G. E. Riley, Seey. 

Twin City Women’s Traffic Club (Minneapolis and St. Paui). 
Mrs. Sarah O. Seamer, Pres.; Miss A. Sundquist, Secy. 

Utica (N. Y.) Traffic Club. E. T. Foxenberg, Pres.; C. E. 
Darrigrand, Secy. and Treas. 

Waco Traffic Club. L. R. Hardin, Pres.; C. D. Hicks, Secy.- 
Treas. 

Washington Traffic Club. 8. R. Bowen, Pres.; R. F. Rich- 
ardson, Secy. 

Wheeling (W. Va.) Traffic Club. T. G. Pascoe, Pres.; 
P. H. Michel, Secy. 

Wichita Traffic Club. C. C. Raynolds, Pres.; W. C. More- 
house, Secy.-Treas. 

Wilmington, Del., The Traffic Club of. 
J. E. V. O’Conner, Secy. 

Windsor, Ontario, Cau.—Border Cities Transportation Club. 
D. J. Bourke, Pres.; A. A. Shafer, Secy.-Treas. 

Worcester (Mass.) Traffic Association. Charles Firth, 
Pres.; Ernest Opitz, Secy. 

York (Pa.) Traffic Club. S. P. Davin, Pres.; B. N. Gingerich, 
Secy. 

Youngstown (Ohio) Traffic Club. C. P. Fairbanks, Pres.: 
P. B. Wait, Secy.-Treas. 


S. B. Myers, Pres.; 


J. P. Stewart, Pres.; 


JOINT ISSUING TARIFF AGENTS 


ao > a list of tariff publishing agents, compiled from the 
files of the Interstate Commerce Commission. It will be published 
from time to time and subscribers are requested to inform us of any 
inaccuracies or omissions noticed by them. ‘The fact that a name is 
shown in this list does not necessarily indicate that the agent bearing 
that name is active, or even still living, but merely that there has 
never been occasion to reissue the tariff, 

The agents have been classified aeoeng, So the types of pub- 
lications or the association they represent. e names of some of 
these agents could be placed in several of these groups. This -has 
been avoided and their names ee only under the group in which 
they are most frequently associated. 


CLASSIFICATIONS: 
Official Classification Committee, D. T. Lawrence, New York, 
N. Y. 


Southern Classification Committee, E. H. Dulaney, Atlanta 


Western Classification Committee, R. C. Fyfe, Chicago, Ill 
MAJOR FREIGHT ASSOCIATIONS: 

Southern Freight Association: Atlanta Freight Tariff Bu- 
reau, J. H. Glenn, agent, Atlanta, Ga.; Louisville Freight Tariff 
Bureau, F. L. Speiden, agent, Louisville, Ky.; Richmond Freight 
Tariff Bureau, J. J. Cottrell, agent, Richmond, Va.; New Or- 
_ Freight Tariff Bureau, W. P. Emerson, agent, New Orleans, 


Canadian Freight Association, G. C. Ransom, Montreal, Que. 

Canadian Freight Association (Western), F. W. Thompson, 
Winnipeg, Man. 

Central Freight Association Tariff Bureau, B. T. Jones, 
Chicago, IIl. 

New England Freight Association Tariff Bureau, Frank 
Van Ummerson, Boston, Mass. 


— Pacific Coast Freight Bureau, 8. J. Henry, Seattle, 


" © aes Freight Tariff Bureau, F. W. Gomph, San Francisco, 
alif. 

Southwestern Freight Bureau, J. EH. Johanson, St. Louis, Mo. 

Transcontinental Freight Bureau, H. G. Toll, Chicago, Ii. 

Trunk Line Tariff Bureau, H. Wilson, New York, N. Y. 

Western Trunk Line Committee, E. B. Boyd, Chicago, III. 
MINOR FREIGHT ASSOCIATIONS: 

Atlantic Seaboard Freight Bureau (Coastwise Steamship 
Lines’ Tariff Bureau), Wm. J. Sedgman, New York, N. Y. 

Colorado and New Mexico Freight Bureau, H. A, Johnson, 
Denver, Colo. 

Colorado-Utah Freight Bureau, Fred Wild, Jr., Denver, Colo. 

Illinois Freight Association, C. W. Galligan, Chicago, III. 

Texas-Louisiana Freight Tariff Bureau (Texas F. T. B), 
A. C. Fonda, Dallas, Tex. 

Utah Freight Bureau, J. A. Reeves, Salt Lake City, Utah. 
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Virginia Lines (Virginia ports and cities), Cc. 5 
Richmond, Va. 
LOCAL (SWITCHING AND TERMINAL TARIFFs): 
Chicago Standing Switching Committee, L. A. Lowrey, 


tll. 
Nashville Terminals, L. G. Waldrop, Nashville, Tenn, 
New York Dock, T. C. Morrison, Brooklyn, N. y, 
Oregon, M. C. Strawn, Portland, Ore. 
Wood River District Lines, H. G. Powell, Alton, 1, 


RAILWAY AND FAST FREIGHT DISPATCH LINES (By 
BOOK; INDEX; SWITCHING AND TERMINAL TAR 
Blue Ridge Despatch (C. & O. Ry.), R. H. Vaughan ¢ 

cinnati, O. 

Continental Line, Central State Dispatch (B. & 0. R 

A. M. Schubert, Cincinnati, O. 

Empire Line (N. Y. C. R. R.), M. S. O’Connor, Clevelani 
Kanawha Dispatch (C. & O. Ry.), T. Lewis, Cincinnat 
Lackawanna Fast Freight Lines (L. 8.-L. L.), (M. ¢.., 

(P. M.-L. L.), Nat. Duke, New York, N. Y. 

Lehigh Valley Route (eastbound), (L.8.-L. V.), (M. 0-1) 

(P. M.-L. V.), T. Clem Beck, New York, N. Y. 

Louisiana Lines (S. P. Ry.), Chas. S. Fay, New Orleam, 
Merchants Despatch (N. Y. C. R. R.), (N. Y. ORR 

W. S. R. R.), (Can. Sou.), M. 8. O’ Connor, Cleveland, 0, 
Ontario Central Despatch (M. C. R. R.), J. B. Stewart.) 

York, N. Y. 

Pennsylvania System (Index), R. H. Smith, Pittsburg), 
Star Union Line (Basing & Billing Book), R. H sy 
Pittsburgh, Pa. 


MISCELLANEOUS PUBLICATIONS: 

American Short Line Railroads (Reconsigning and ) 
sion Rules; also Weighing and Reweighing of Carload Fri 
Rules for Certain Short Line Railroads), B. H. Henshall, Wa 
ington, D. C. 

Canadian Car Demurrage Rules, W. J. Collins, Montreal,( 

Central Electric Traffic Association, L. E. Earlywine, | 
anapolis, Ind. 

Coal Tariffs (Ohio and Pennsylvania), F. V. Davis, (i 
bus, O. 

Electric Package Agency, J. Jordan, Cleveland, 0. 

Explosives and Dangerous Articles, B. W. Dunn, New Yu 
N. Y. 

National Perishable Freight Committee, R. C. Dear 
Chicago, Il. 

Official rreight Tariff Directory, G. B. Guthrie, W 
ington, D. C. 

Open and Prepay Station List, F. A. Leland, St. Louis, 

Pacific Car Demurrage Bureau, R. C. Mulholland, San ht 
cisco, Calif. 

Railway Equipment Register, G. P. Conard, New Yori, ¥. 
Rail-Water Lines: 

Tank Car Gauge Book, E. B. Boyd, Chicago, Ill. 

Eastern and interior eastern points to southern pul 
J. B. Sweeny, Baltimore, Md. 

Mississippi Warrior Service, W. M. Hough, New Orleans, 

Mozgan Line (S. P. Co.), C. W. Owen, Houston, Tex. 

New York Harbor (inland marine and trans-marine © 
rations), L. Agnew Myers, Washington, D. C. 


Digest of New Complaints 


ee ee ee ee ee —_ -_- — aa 


No. 22281. Sub. No. 1. Covington (Ky.) Chamber of Commer 
B. & O. et al. : 1 al 
Class rates on various commodities in violation section’ 
of act, between points in Cincinnati (0.) switching district - 
rates for future. wl 

No. 22382. Sub. No. 1. Kosmos Carbon Co. et al., Charleston, ™: 

vs. Arkansas & Louisiana Missouri et al. , Cs 

Unreasonable rates and charges, secondhand machinery, 
and other Louisiana points to Borger, Lela and Pamp 
Ask cease and desist order and reparation. ind 
. 22384. Sub. No. 1. Perrine-Armstrong Co., Ft. Wayne, *™ 
Wabash et al. pill, } 

Rate in violation sections 1 and 4 of act, lumber, Grab! 
to Cleveland, O. Asks rate for future and reparation. | 4 
. 22401. Sub. No. 1. Southern Traffic Association, Inc., 
Tenn., vs. Florida East Coast et al. nd bet 

Rates in violation first three sections of act, tomatoes am. 
points in Florida to points in Tennessee, Alabama, en 
Carolinas, Kentucky and Virginia, as compared with 
Texas points. Asks rates for future and reparation. Ls 
F ws my Long Beach (Calif.) Chamber of Commerce V5 


-_L. et al. Arden, § 
Rates in violation first four sections of act, plastel “0 ing 
to Long Beach, Calif., as compared with rates to tion. 

or San Pedro, Calif. Asks rates for future and repar@ 
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EVERY STEP 
From Start to Finish 


In Both Freight Rate and 
Classification Change 


Is Now Promptly Told of 


The Traffic Bulletin 


The Information Regularly Carried im This 
Publication Includes the Fellowing: 


1—Released Rate Orders 

2—Fourth Section Applications 

3—Fourth Section Orders 

4—Sixth Section Orders 

5—Investigation and Suspension Orders 
6—Suspension Orders Vacated 

7—New Tariffs and Supplements Filed with the L. C.C. 
&—Tariffs Rejected by the I. C. C. 

9—Express Tariffs Filed with the I. C. C. 
10—Shipping Board Tariffs 

11—Central Freight Association Docket 

12—Central Freight Association Hearings 

13—C. F. A., Coal, Coke and Iron Ore Docket 
14—Illinois Freight Association Docket 

15—National Perishable Freight Committee Docket 
16—New England Freight Association Docket 
17—New England Freight Association Hearings 
18—Southern Freight Association Docket 
18—Southern Freight Association Dispositions 
20—Southwestern Freight Bureau Docket 
21—Southwestern Freight Bureau Hearings 
22—Texas Tariff Bureau Docket 

23—Texas Tariff Bureau Hearings 

24—Trunk Line Association Docket 

25—Trunk Line Association Hearings 

26—Trunk Line Coal and Coke Docket 

27—Trunk Line Coal and Coke Hearings 
28—Western Trunk Line Docket 

29—Western Trunk Line Hearings 

30—Western Trunk Line Dispositions 
31—Transcontinental Freight Bureau Docket 
32—-Transcontinental Freight Bureau Dispositions 
33—Southern Ports Foreign Freight Docket 
34—Consolidated Classification Docket 

35—National Diversion and Reconsignment Deckets 
36—Embargo Notices, Modifications and Cancellations 
37—Steamship Sailings : 

38—Express Classification Docket 

38—Address of Roads Filing First Tariff with I. C. C. 
40—Adoption Notices 


Samples and full information free on request 


The Traffic Service Corporation 


Publishers THE TRAFFIC WORLD 
418 South Market St., Chicago 
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to Mexico 


By Steamer 


The Traffic World 


Ship 


W 
NEW YORK TO 


Vera Cruz ana Tampico 


Through Bills of Lading to all points on the Mexican 
Railways or National Railways of Mexico 


Regular Service from New York 
to Progreso and Puerto Mexico 


New York AND Cusa Maztz S. S. Co. 


WARD LINE 


Pier 13, E. R., Foot of Wall St. New York City 





General Offices, One Federal St., Boston, Mass. 
FREIGHT AND PASSENGER SERVICE 


Between 


New York New Orleans 


Boston and San Francisco 


and 


Havana and Santiago, Cuba; Jamaica, Panama, 
Colombia, Costa Rica, Guatemala, Honduras, Brit- 
ish Honduras, and via transshipment at Cristobal 
to West Coast Ports of Mexico, Central and South 
America. 


For rates and other information address: 


FREIGHT TRAFFIC DEPARTMENT 


433 California St., 

San Francisce, Cal. 
Leng Wharf, 
Boston, Mass. 
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No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 








22406. C. J. Baldwin Produce Co., Inc., et al., San Antonio, Tex., 
vs. T. & N. O. et al. 

Unreasonable rates on bananas and cocoanuts, New Orleans, 
La., Galveston, Laredo, Eagle Pass and El Paso, Tex., to San 
Antonio, Tex. Ask rates for future and reparation. 

22407. Jackson (Miss.) Traffic Bureau for Planters Package Co. 
vs. G. M. & N. et al. 

Rates in violation sections 1 and 6 of act, box material, Crystal 
Springs, Mill., to points in Tennessee. Asks rates for future and 
reparation. 


. 22408. United Paperboard Co., Inc., New York City vs. B. & M. 


et al. 
Unreasonable charges on alum, Erie, Pa., to Thomson, N. Y. 
Asks rates for future and reparation. 


. 22409. Libby, McNeill & Libby (of Honolulu), Ltd., Honolulu, 


Hawaii, vs. Oahu Ry. and Land Co. F 
Rates in violation of first three sections of act, on fresh pine- 
apples, in switching movements from one or more of the wharves 
in Honolulu to Libby Station, which is situated just outside the 
Honolulu Yard limits and intermediate to Kalihi. Asks reparation. 


. 22410. Alaska Junk Co., Inc., Spokane, Wash., vs. G. N. et al. 


Rates in violation of sections 1 and 3 of the act, on iron and 
steel pipe, pipe fittings and connections, in interstate commerce, 
between Seattle and Spokane, Wash.; Portland, Ore., and Hill- 
yard, Wash.; and Portland, Ore., and Spokane, Wash., said ship- 
ments from Seattle moving through that point from outside the 
state of Washington, on continuous uninterrupted movements. 
Complainant’s competitors shipping all-rail from points in eastern 
territory preferred. Asks rates for future and reparation. 


22411. Snell Sash & Door Co., St. Paul, Minn., vs. G. N. 

Rates and charges in violation of sections 1 and 6 of the act, 
on mill work, consisting of flooring, doors, sash, screens, and 
building woodwork, St. Paul, Minn., to Great Falls, Mont. Asks 
cease and desist order and reparation. 
22412. Stovall Sales Co., Tampa, Fla., vs. S. A. L. et al. 

Rates in violation of sections 1 and 6 of the act, on dry goods, 
shoes, hats, and other merchandise, San Angelo, Tex., to Tampa, 
Fla. Asks rates on commodities moving under class rates and 
reparation. 


. 22413. Paper Makers’ Chemical Corp., Kalamazoo, Mich., vs. L. 


& N. et al. 

Rate in violation first four sections of act, rosin size, Pensa- 
cola, Fla., to Advance, Alleges New Orleans and DeQuincy, 
La., preferred. Asks cease and desist order and reparation. 
22414. Santarossa Mosaic and Tile Co., Indianapolis, Ind., vs. 
Wabash et al. 

Unreasonable rate and charges on crushed stone, brass strips, 
and box tools, Indianapolis, Ind., to Decatur, Ill. Asks reparation. 


. 22415. Wichita Falls Chamber of Commerce, on behalf of Empire 


Paper Co., Wichita Falls, Tex., vs. C. & E. I. et al. 

Rates in violation, first three sections of act, on paper and 
paper articles, Marinette and Green Bay, Wis., to Wichita Falls, 
Tex. Competitors at Dallas and Ft. Worth, Tex., preferred. 
Asks rates for future and reparation. 

22416. Virginia Livestock Growers and Shippers et al., Christians- 
burg, Va., vs. N. & W. et al. 

Rates and charges, in violation, section 1 of act, 
points in Virginia to Bennings, and Washington, D. C., Baltimore, 
Md., Philadelphia, Pa., Jersey City, N. J., and other points in 
= classification territory. Asks rates for future and repara- 

on. 


22417. Western Elaterite Roofing Co., Denver. Colo., vs. U. P. et al. 


live stock, 


Rates in violation, sections 1 and 3 of act, on expansion ving 
Joints, from Group J to California points and to points in Oregon 
and ashington. Alleges Chicago, Cincinnati, and other eastern 


manufacturers of expansion paving joints preferred. Asks rates 
for future and reparation. 


. 22418. Parlor City Lumber Co., Inc., Monroe, La., vs. Mo. Pac. 


et al. 

Unreasonable rate and charges, cement, Eagle Ford, Tex., to 
Sterlington, La. Asks cease and desist order and reparation. 
22419. Dan M. Post, Nashville, Tenn., vs. N. C. & St. L. et al. 

Unreasonable rates, linseed oil, Nashville, Tenn., to Chattanooga, 
and Knoxville, Tenn., via interstate routes. Asks rates for future 
and reparation. 


- 22420. Missouri Gravel Co., La Grange, Mo., vs. C. B. & Q. et al. 


Rates and charges in violation sections 1 and 3 of act, on sand 
and gravel, La Grange, Mo., to Industry and Littleton, Ill. Com- 
— in Illinois preferred. Asks rates for future and repara- 
ion. 


22421. Missouri Gravel Co., La Grange, Mo., vs. C. B. & Q. 
Rates and charges in violation sections 1 and 3 of act, on 
sand and gravel, Reading, Mo., to Quincy, Ill., and points and/or 
industries within the defined switching district thereof. Com- 
petitors in Illinois, Iowa and Missouri preferred. Asks rates for 
future and reparation. 
22422. Missouri Gravel Co., La Grange, Mo., vs. C. B. & Q. et al. 
Rates and charges in violation sections 1 and 3 of act, on 
sand and gravel, Reading, Mo., to points in Iowa. Competitors in 
Illinois, Iowa and Missouri preferred. Asks rates for future and 
reparation. 
22423. Missouri Gravel Co., La Grange, Mo., vs. C. B. & Q. 
Rates and charges in violation sections 1 and 3 of act, on sand 
and gravel, Reading, Mo., to points in Iowa. Competitors in Illinois, 
Iowa and Missouri preferred. Asks rates for future and reparation. 
22424. Amos Lumber Co., Edinburg, Ind., vs. Pennsylvania et al. 
Rates in violation first four sections of act, lumber, Edinburg, 
Ind., to Jamestown, N. Y. Asks rate for future and reparation. 


. 22425. Traffic Bureau, Chamber of Commerce of Mitchell, S. D., 


vs. Santa Fe et al. 3 
Rates and charges in violation sections 1 and 3 of act, canned 
oods, Ogden, Utah, and points taking same rates, and Denver, 
olo., and points coking. same rates, to Mitchell, S. D. Alleges 

Sioux City, Ia., Sioux Falls, S. D., and other points preferred. 

Asks rates for future and reparation. 

bas a wie Smith Co., Oklahoma City, Okla., vs. C. R. I. 

. 6 ai. 

Rates and charges in violation sections 1 and 6 of act, radio 
cabinets, Red Lion, Philadelphia and York, Pa., to Oklahoma City, 
Okla., and Dallas, Tex. Asks rates for future and reparation. 
— Northern Field Seed Co., Winona, Minn., vs. C. B. & 
et al. 

Charges in violation section 6 of act, clover seed and timothy 
seed, Lisbon, N. D., to Winona, Minn. Asks cease and desist 
order and reparation. 
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No, 22429. Jewell’s Coal Yard, Sikeston, Mo., vs. C. & E. I. et aj 

Unreasonable rates on bituminous coal, points in Illinois ap 
Kentucky to Sikeston, Mo. Asks reparation. dl 

No. 22430. Farley & Loetscher Mfg. Co. et al., Dubuque, Ia, vs, ¢ 
B. & Q. et al. ar 
_ Charges in violation section 6 of act, sash, doors, and other build 
ing woodwork, Chicago, Ill., and Dubuque, Ia., to Jacksonville 
West Palm Beach and other Florida points. Ask refund, . 
No. 22431. Guy F. Bassett, doing business as Independent Cooperag 
Co., Fort ayne, Ind., vs. St. Louis Southwestern et al, ‘ 

Rate and charges in violation sections 1 and 3 of act, Coopera 
stock, East Prairie, Mo., to Chicago, Ill. Rates from Morehouse 
DeSoto and Salem, Mo., and all Missouri River points to Chicagp 
prefer competitors at origin points. Asks rates for future and 
reparation. 

No. 22432. Wichita Falls (Tex.) Chamber of Commerce on behalt 
Penick-Hughes Co. vs. Ft. Worth & Denver City et al. : 
_ Rates in violation first three sections of act, small arms ammupnj. 
tion, King’s Mills, O., to Wichita Falls, Tex. Asks reparation 
No. 22433. The Logan-Long Co., Atlanta, Ga., vs. C. & O. et al. 
Unreasonable rates and charges, crushed slate, Esmont anj 
Dutch Gap, Va., to Oakland City, Ga. Asks reparation. 
22435. T. E. Moody, Springville, Ala., vs. A. G. S. et al. 
Rates in violation sections 1 and 3 of act, salt, Weeks, La 
to Springville, Ala. Alleges Meridian, Miss., preferred. Asks rate; 
for future and reparation. * 
No. ey Sub. No. 1. B. S. Grocery Co., Gadsden, Ala., vs. Ag. 

. et al. 

P ae complaint and prayer as to salt, Weeks, La., to Gadsden, 

a. 

No. 22436. Greater Muskegon Chamber of Commerce, Traffic Depart. 
ment, Muskegon, Mich., vs. Pere Marquette et al. 

Charges in violation first two sections of act, foundry core oven 
racks, Kenosha, Wis., to Muskegon, Mich. Asks waiver of collec. 
tion of charges. 

No. 22437. The Ohio Salt Co., Wadsworth, O., vs. B. & O. 

Rates and charges in violation first three sections of act, coal, 
mines in Fairmont, Monongah and Moundsville districts in West 
Virginia to Rittman, O. Alleges Warwick, Barberton, Akron anj 
Cuyahoga Falls, O., preferred. Asks reparation. 

No. 22438. Memphis Freight Bureau for Burgie Vinegar Co., Memphis, 
Tenn., vs. L. & N. et al. : 

Rates in violation first three sections of act, vinegar, Memphis, 
Tenn., to points in Tennessee and Alabama. Competitors at Ohio 
River crossings preferred. Asks rates for future and reparation. 

No. 22439. R. H. Etheredge Lumber Co., Saluda, S. C., vs. Augusta 
Northern et al. 

Rates in violation sections 1 and 4 of act, lumber, Saluda, §. ¢, 
to points in southeastern, eastern and New England states. Asks 
rates not to exceed those from Ward, S. C. 

No. 22440. J. Hurt Whitehead, Chatham, Va., vs. Southern et al. 

Unreasonable rate, salmon, Norfolk to Chatham, Va., part of 
a carload from Seattle, Wash. Asks application of intrastate 
rate and reparation. 

No. 22441. J. F. Darmody Co., Indianapolis, Ind., vs. A. G. S. et al. 

Rates in violation sections 1, 3 and 4 of act, peanuts, shelled, 
points in Alabama, Georgia, South Carolina and Florida to In- 
dianapolis, Ind. Competitors at Chicago, Ill., South Bend, Ind, 


No. 


What Some of Our Clients Have to Say 
About Our Service 


“ANTICIPATORY” SERVICE 


Our “Watching” Service anticipates their 
needs. 
Mr. B. J. Hamm, Mgr., 

Special Service Dept., 


Traffic Service Corporation, 
Washington, D. C. 


Dear Sir: 
This will acknowledge your valued favor of 


the 16th inst., enclosing a copy of the tenta- 
tive report in I. C. C. 16448, Birmingham 
ey Company vs. A. B. & A. Railway Co. 
et al. 

Your service is very much appreciated and 
we thank you sincerely for the attention we 
are receiving in matters of this kind. 

Yours very truly, 
THE G. H. MEAD COMPANY 
(Signed) T. T. WEBSTER, 
General Traffic Manager. 
se eee rn 
Write us for further information 


The Traffic Service Corporation 
MILLS BUILDING WASHINGTON, D. C. 
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', No.3 
» 
1 Calmar Steamship Corporation 
8 and 
| CALMAR LINE—Coast-to-Coast—Via Panama Canal 
“» V8, C. SUBJECT TO CHANGE WITHOUT NOTICE 
er build. 
Voy. Baltir: Philadelphia An 
on NOR WIDE FREIGHT AND PASNENGER SERVICE |} xr su» | .Baleiraore,, | Fhlladetphia | Los Angeles 
sti 7 CALMAR Sailed Sailed Sailed 
Soperage 7 PENNMAR Sailed Sailed July 23 July 26 
Chicag, 7 YORKMAR Sailed Sailed Aug. 7 Aug.10 
ture ang 7 MASSMAR | July 18 July 22| July 24 July 30} Aug.22 Aug.25 
Pare 7 OAKMAR Aug. 3 Aug. 7| Aug. 9 Aug.15| Sep. 7 Sep. 10 
n behalf 7 TEXMAR Aug.18 Aug.22/ Aug.24 Aug.30| Sep. 22 Sep. 25 
et al. ; m San Francisco 
jont and ; ings. Many special iii Oakland Portland Seattle 
ized types of carriers. Low No. Ship Asrive= Depart | Arrive— Depart | Arrive— Depart 
a at insurance rates. Fast Mail 7 ae ‘oui Sailed July 19 July 20} July 22. July 24 
i 3 i ~ 7 uly 28 July 31| Aug. 3 Aug. 4| Aug. 6 Aug. 8 
8. ALG liners. Care — skill in han 7 YORKMAR | Aug.12 Aug.15| Aug.18 Aug.19| Aug.21 Aug.23 
eae dling. Prompt forwarding. 7 MASSMAR | Aug.27 Aug.30| Sep. 2 Sep. 3] Sep. 5 Sep. 7 
7 OAKMAR Sep. 12 Sep. 15| Sep. 18 Sep. 19| Sep. 21 Sep. 23 
| Depart. 7 TEXMAR Sep. 27 Sep. 30| Oct. 3 Oct. 4] Oct. 6 Oct. 8 
i di These are some of the factors 6 CUBORE | Oct. 13 Oct. 16| Oct. 19 Oct. 20} Oct. 22 Oct. 24 
of collec. which enable us to render the We can give you THROUGH negotiable bills of lading from Balti- 
shipper a service of unusual merit. China, 3 traits ‘Settlements, British Columbia. “isske, Mitexies ont Ones: 
os wige porte net senched by Snterscastel Hines, eacgunt of car sofas, savior 
kron a land, Portland, Seattle and Taccens. , sai tien om 
For Information regardin apply to ———- office 
Memphis CALMAR STEAMBHIE. CORP. ALMAR STEAMSHIP CORP. 
’ Moore & McCormack, Gen. Agts. ae. & Hoyt, A 
Memphis, A Broadway, New York, Tel. Boul. Grn. 2885 240 Front St., San Francisco, Tel. Daven- 
ourse Bidg., Phila., Pa., Tel. Lomb. 9610 port 6700 
Bat _ i Bt St., Baltimore, Md., Tel. 318 Trans. Bidg., Los Angeles, Tel. Trinity 
yo Oliver, Bidg,, Pittsburgh, Pa., Tel. At- 911 Brd. Trade Bldg., Portland, Ore., Tel 
da, §.¢ Rookery Bidg., Chicago. Tel. Central 7789 201 Central Bidg., Seattle, Tel. Elliott 5383 
y* = ly fi Bldg., Cleveland, 0O., Tel. 
e: INTERNATIONAL MERCANTILE MARINE COMPANY  Eeaaeeen eanes oseen PACIFIC COAST PIERS 
a et al A. C. FETTEROLF, Vice-President, Freight Traffic Baltimere—Pler 5, West Md. Ry. Port Oakiand-Howard Terminal 
Bod. No.1 Broadway, New York Phitadelehia—Pier 24N. Reading Co. San ae ge | No. a —_ 
rae J. D. ROTH, W. T. M., 180 No. Michigan Avenue, Chicago puedes ton tome 
., shelled 
ja to In- 
ond, Ind, 


Fastest Service by Sea 
Passenger and Freight 


_sinerasys New York—Havana—Panama Canal—Balboa 
= Diego oa estbound)—Los Angeles—San Francisco. 
rough Bills of Lading to or from other Pacific Coast 





ports; also European, West Indian, Canadian, Hawaiian, 
¥ Eastern and Australian ports. 

moderste@ts, automobiles accepted uncrated as baggage at 
curse. e charge. All steamers equipped for refrigerator 


Proposed Sailing Dates: 


Ww Eastbound from 
estbound from New York San Francisco—Los Angeles 


MONGOLIA... . July 27 Sept. 7 VIRGINIA(new)..Aug. 3 Sept. 14 
CALIFORNIA (new) Aug. 10 Sept. 21 MONGOLIA... Aug. 17 Sept. 28 
VIRGINIA (new) . Aug. 24 Oct. 5 CALIFORNIA (ew) Aug. 31 Oct. 12 

From Los Angeles 2nd day following 


fanama pacific Sine 


INTERNATIONAL MERCANTILE MARINE COMPANY 


Pier 61 North River, N. Y. C. 1 Broadw a 
—  e. ay, N. Y. C. 
chi 23rd St.) Tel. Chelsea 6760 Tel. Bowling Green 8300 
: 180 N. Michigan Ave. Boston, 84 State Street 
= + phia, Public Ledger Bldg. Baltimore. Chamber of Cem- 
m Francisco, 60 California St. merce Bldg. 
Los Angeles, Central Bldg. 

















MYRSEN 


EASTERN AGENTS 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


From Baltimore, Philadelphia and 


New York 
Bi-Weekly or Fortnightly 


DIRECT TO 
LOS ANGELES HARBOR—SAN 


FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East 
and British Columbia 


MUNSON STEAMSHIP LINE 


Munson me 2 tr Wall St., New York 


Chee ie Lule i Pittebureh, Baltim Baltimore, 


McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 




















St. Louis, Mo., Louisville, Ky., and Cincinnati,. O., preferred. 
Ask rates for future and reparation. 
No. 22442, Kohler Co., Kohler, Wis., vs. C. & N. W. et al. 

Unreasonable rates, electric generating plants, Sheboygan, Wis., 

to San Francisco, Calif. Asks cease and desist order. 
No. 22442. Sub. No. 1. Same vs. Same et al. 

Same complaint and prayer as to shipment same commodity, 
Sheboygan, Wis., to Seattle, Wash. 

No. 22442. Sub. No. 2. Same vs. Same et al. 

Same complaint and prayer. 

No. 22442. Sub. No. 3. Same vs.: Same et al. 

Same complaint and prayer. 

No. 22443. Bickett Rubber Products Corporation, Watertown, Wis., 
vs. C. M. St. P. & P. et al. 

Rates in violation sections 1 and 4 of act, crushed slate, Poultney, 
Vt., to Watertown, Wis. Asks rates for future and reparation. 

No. 22444. Northern Potato Traffic Association, Minneapolis, Minn., 
vs. Santa Fe et al. 

Alleges violation of sections 1, 2, 3, 6 and 20 of act, and Hoch- 
Smith resolution with respect to shipments of potatoes, from 
stations in Minnesota, the Dakotas, Wisconsin and Iowa to points 
in Iowa, Illinois, Wisconsin and other interstate destinations, be- 
cause of charge of $5 a car for use of refrigerator or other in- 
sulated cars. Shippers from various other points preferred be- 
cause similar charge not made. Asks just, reasonable and non- 
discriminatory rates without addition of any separate charge 

: when refrigerator or insulated cars are used. 
No. 22445. The Golding Sons Co., Trenton, N. J., vs. Black Mountain 
Railway et al. 

Unreasonable rates, feldspar, Erwin, Tenn., Penland, N. C., 
Spruce Pine, N. C., and Micaville, N. C., to Trenton, N. J. Asks 
rates for future and reparation. 

No. 22321. Sub. No. 1. Energy Coal & Supply Co., Poplar Bluff, Mo., 
va. ©. & B.-L et al. 

Unreasonable rates and charges, bituminous coal, points in 
Illinois and Kentucky to Poplar Bluff, Mo. Asks rates for future 
and reparation. 

No. 22446. Northwestern Iumbermen’s Association, Minneapolis, 
Minn., vs. C. & N.- W. et al. 

Rates in violation sections 1 and 8 of act, lumber, shingles and 
other forest products, points in Washington, Oregon, Idaho and 
Montana to points in Minnesota and South Dakota. Lower rates 
to other points in United States. Asks rates for future. 

No. 22447. Wood Distillers Corporation et al., Olean, N. Y., vs. N. Y., 
O. & W. et al. 

Unreasonable rates and charges, crude methanol, points in New 
York, Pennsylvania, West Virginia and Kentucky, to Cadosia, N. 
Y. Asks rates for future and reparation. 


No. bw yy Crown Iron Works, Minneapolis, Minn., vs. C. St. P., M. 


Illegal rates and charges, metal electric sign, Lima, O., to 
Minneapolis, Minn. Asks reparation. 
No. _ Atlas Portland Cement Co., New York, N. Y., vs. N. Y. C. 
et al. 
Unreasonable rates, cement, Hudson, N. Y., to Washington, D. 
C. Asks reparation. 
No. 22451. Illinois Oil Co., Rock Island, Lll., vs. Santa Fe et al. 
Rates and charges in violation sections 1, 3 and 4 of act, refined 
petroleum and its products, Cushing, Okla., and other Oklahoma 
points, to Bardwell and other Kentucky points. Cairo and Me- 
tropolis, Ill., preferred. Asks rates for future and reparation. 
No. e's a Florida Traffic Bureau, Inc., Lakeland, Fla., vs. 
A. ©, 3... Ot Bh 
Rates in violation first three sections of act, cabbage, Ocala and 
other TI lorida points to points in Michigan, Ohio, Missouri, Mary- 
land and other states and Canada, because they exceeded and 
exceed sixth class rates. Asks rates not in excess joint through 
sixth class rates and reparation. 


WATERWAYS 


(The Security Owner) 


In his message to the called session of the 7ist Congress 
President Hoover had this to say about waterways: “Some of 
the forces working to the detriment of agriculture can be 
greatly mitigated by improving our waterway transportation; 
some of them by readjustment of the tariff; some by better 
understanding and adjustment of production needs; and some 
by improvement in the methods of marketing.” 

It is to be assumed that the President will be discriminating 
in urging the Congress to authorize large expenditures for water- 
ways. The American people have spent hundreds of millions 
of dollars on inland waterways with very spotted benefits. Be- 
fore the advent of the railroads, canals were desirable and their 
economies over existing means of transportation justified their 
construction. The steam railroad has demonstrated its greater 
economies and has taken the business from the canals and in 
most instances even from the rivers. On the Great Lakes trans- 
portation by water has been most satisfactory and most eco- 
nomical where it has been managed as supplementary to and 
in connection with railway transportation. The movement of 
much of the tonnage on canals and rivers is possible because 
subsidized by the taxpayers. Why should the entire community 
make contributions for the benefit of a few shippers who live 
along certain waterways and who, in many instances, would not 
use those facilities but for the fact that the community through 
its contributions makes it to their advantage to do so? It would 
be an easy matter to spend a billion dollars on various projects 
with benefits to a small minority and to the serious injury of 
the railway carriers upon which the entire country must depend 
for continuous and dependable transportation. Development of 
harbors, of coastwise traffic, and improvements of navigable 
streams are all worthwhile. Attetnion to rivers and lakes is 
desirable provided it is not tied up with some scheme to favor 
some locality with large expenditures of public funds, or to beat 
down rates below the cost of furnishing transportation. 
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What Some of Our Clients Have to Say 
About Our Service 


DURING AN ABSENCE 


Our clients gets in a concise form only what inter- 
ests him and it is cumulative during an absence 
from his office. 


Mr. B. J. Hamm, Manager, Special Service Dept., 
The Traffic Service Corporation, 
Washington, D. C. 


Dear Mr. Hamm: 


One especially valuable feature of this service 
is that it puts before the subscriber, in a con- 
densed form, the many changes in which he is 
interested, and if conditions require the subscriber’s 
absence from his office, the “Watching” Service af- 
fords a quick method of becoming acquainted with 
all changes which may have occurred during that 
absence. 

Yours very truly, 


(Signed) G. G. MOFFITT, 


THE RED STAR MILLING CO. 
Traffic Manager. 


Write us for further information 


The Traffic Service Corporation 
MILLS BUILDING WASHINGTON, D.C. 


Daily Traffic World 
Traffic Bulletin 


Contains daily all the information 
published later in the weekly 


Traffic World 


and in the weekly 


Traffic Bulletin 


A subscription also includes a valuable 


SERVICE FROM WASHINGTON 


that makes the price seem trifling. 





Write for Particulars 


THE TRAFFIC SERVICE CORPORATION 


Pablisher The Traffic World 
418 S. Market Street, Chicago 
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PANAMA MAIL S.8S.CO. | 


ast Freight and Passenger Service 





Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia . . Wednesdays and Saturdays 
From Houston. ...... Mondays and Thursdays 


Low Rates Quick Dispatch Thru Package Cars 
























Regular Fortnightly Sailings Direct to | 
CARTAGENA, CRISTOBAL, COLON, BALBOA, PANAMA | 
CITY, CORINTO, LA LIBERTAD, ACAJUTLA, | 
CHAMPERICO and MAZATLAN 















With transshipment service via Cristobal to Punta Arenas, 
San Juan del Sur, Amapala, La Union, San Jose de Guate- 
mala, Acapulco and Manzanillo, Mexico. 

Next Sailing from New York ..... July 25 


Intercoastal freight accepted both West and Eastbound, from New York 
to Los Angeles Harbor and San Francisco and from California ports 
to New York. 


140 S. Dearborn St., Chicago, Ill. 2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York, N. Y. 548 S. Spring St., Los Angeles, Cal. 


‘OPPORTUNITIES 


In Traffic Management”’ 


“Opportunities in Traffic Management,” a 







GENERAL OFFICES: : 
321 Commercial Trust Bidg., PHILADELPHIA, PA. 





















LITTLE ROCK, ARK. | 





A Modern Warehouse 


Office, Display and Storage Space 


[A in the heart of Little Rock’s jobbing district, 
this new five-story warehouse has not only a storage capac- 


64-page book, FREE, should be read by every ity of 1,900,000 cubic feet, but also light airy offices with ample 

man seeking advancement in traffic work. room for display of samples, advertising material and s0 on. 

Equipped with every modern loading and ‘unloading device and 

This book points the way tothe higher of financial success, Many LaSalle- enjoying switching privileges from any line entering the city. 
positions in the field of Traffic Manage- trained traffic managers—both in the 

ment, It tells how men once on small railroad and industrial field — now com- Absolutely Fireproof. Attractive, Low Insurance Rates 


salaries have demonstrated their ability mand salaries of $5,000, $7,500 a year 
tomake savings for the companies they and better. Investigate! Send for this 
work for and thus rise to more respon- free book today. Find out how you can 
sible positions. The field of Traffic Man- qualify for these higher positions through 
agement offers real opportunity only to LaSalle home-stucy training and guid- 
theman who knows. Spare time study ance. Write now for your free copy of 
and the will to succeed have pushed ‘Opportunities in Traffic Management.” 
scores of traffic employees up the ladder Address— 


LaSalle Extension University, Dept. 795-TA, Chicago, IIl. 


Pool Car Distribution. Household Storage 


New Terminal Warehouse Company 


LITTLE ROCK, ARKANSAS 


Member American Warehousemen’s Association, 
American Chain of Warehouses 
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Omaha’s Largest 
Merchandise Warehouse 


offers to the public the IDEAL warehouse and 
distributing service in the Middle West. 


Merchandise Distribution and Warehousing. Ideal 
offices for brokers and branch managers. Central 
location. Reinforced concrete construction. Private 
trackage, no switching charge. Prompt city de- 
livery service. Pool cars distributed promptly. 


The Terminal Warehouse Co. 
Omaha, Nebr. Member A.W.A. 11th and Jones St. 










United States 
Mail! 


SPEED your shipments to North China, 
South China and The Philippines on 
** President Liners” — mail carriers to the 
Orient because of fast service. There’s a 
sailing from Seattle over the short route 
every other Saturday. Arrivals every alter- 
nate Monday. Thru bills of lading issued 
to. all Oriental ports. 
























SN. LONG WAREHOUSE 


Storers, Distributors 
Forwarders 

















Six express “Cargo Liners,” sailing on 
regular, dependable schedule, augment this 
service to and from the Orient. 











T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New York 
W.G. ROCHE, Inc., Gen. Agt. R. W. BRUCE, Gen. Agt. 
1714 Dime Bank Sia: 110 So. Dearborn St. 
Detroit, Mich. Chicago, Ill. 
L. L. BATES, General Freight Agent | 
1519 Railroad Avenue South, Seattle, W: 
76 offices in 22 countries at your service 


American Mail Line 








General Merchandise 


Pool Car Distribution — Prompt and Intelligent Service 





ON 









SAINT LOUIS, MISSOURI 
TE aerate le ttt ats} 









a The Traffic World — ———@ $$; july 20, 1 
a 


NOTE—Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 
ou 22—Washington, D. C.—Examiner Molster: 

inance No. 5353—Application C. & O. Ry. for a certificate of public 

convenience and necessity authorizing the construction of an ex- 

tension of its line of railroad in Raleigh county, W. Va. 
July 22—Florence, Ala.—Examiner Kerwin: 

20945—Ware Bros. Agency vs. C. & A. R. R. et al. 

21684 Pay Sub. Nos. 1 to 24, incl.)—Ware Bros. Agency vs. A. B. 
& C. R. R. et al. 

July 22—Cedar Rapids, Ia.—Examiner Hagerty: 

1. & S. 3322—Class rates between East Bank Upper Mississippi River 

points and Interior Iowa points. 
sae ee Point, N. Y.—Commissioner Campbell and Examiner 
owell: 

21095 (and cases consolidated therewith)—Rates on newsprint paper, 
import and domestic, to points in Official and Southern Classifica- 
tion territorv (adiourned hearing) 

l. & S. 3316 (and ist, 2nd, 3rd and 4th sup. orders)—Paper, paper 
articles and winding cores between points in Canada and U. S. 


July 22—Grand Rapids, Mich.—Examiner Colvin: 
22053—Cadillac Malleable Iron Co. vs. A. A. R. R. et al. 


“2 ae ee , 
—Trimble Bros. vs. A. T. . F. Ry. et al. O t d 
July 23—Omaha, Neb.—Examiner Harraman: urs are guaran ee to 
22234—Omaha Chamber of Commerce Traffic Bureau vs. Ry. Express 


PB D. C.—Examiner Curtiss: be in conformity with 


I. & S. 3290 (7th supplemental order)—Restriction in routing in con- 


yo le Ga. & Fla. R. R. between Greenwood, S. C., and the latest rulings of the 


July 24—Keokuk, Ia.—Examiner Hagerty: 


¢ 

. 

¢ 

¢ 

¢ 

+ 
lL. S. 3289—Canned v ble ickles an omatoes) from Keo- kb 
iis Tay, to vansviley Inds, and Louisville, Ky. Interstate Commerce 





WHAT IS AN W 
ACCURATE 


BILL OF if} — 
LADING 


worth to you? 


mam s& ar 





| ee = ens pieester — so * 2 

inance No. pplication . R. R. to acquire control o ( d t 
B. R. & P. Ry. by purchase of capital stock. Omm1Sss10Nn, an mee 
July 25—Minneapolis, Minn.—Commissioner Brainerd and Examiner 


© 
% 16039 Railroad Commission of State of Florida vs. A. & R. R. R. the recommendations 


et al. (further hearing). 


. e 
July, 25—Knoxville, Tenn—Examiner Kerwin: a of the carriers with 


21945—Morristown Chamber of Commerce vs 
22212—Morristown Chamber cf Commerce vs. Southern Ry. et al. 


7 
July 26—Oklahoma City, Okla.—Director Mahaffie: re ard to uali of 
. * Finance No. 7624—Application C. R. I. & P. Ry. for authority to 
—— ery vol the hg A = & Englewood R. R. by e 
purchase of capital stock an onds. = 
* Finance No. 7680—Application M.-K.-T. R. R. for authority to paper, SIZE, arrange 
pee Be pe me ge ee Meade & Englewood R. R. by purchase 
of capital stock and bonds. t f t 
2 Tenn.—Examiner Kerwin: men Oo type, S Cc. 
32—Knoxville Freight Bureau et al. vs. Sou. Ry. et al. 
4 Be wey wey ee ayy A ng , . . 
—Inlan ox Corp. vs. A. " . Ry. et al. 
Sire Neere langle Chamber s¢ Domanstes eA. 0 1. ©. By. ot ot In stock, ready to ship 
Portions Fourth Section Application 632, filed by F. A. Leland, agent. 9 
21376—Charles Boldt Paper Mills Co. vs. A. G. S. R. R. et al. It 


* e 

July 29—Ft. Worth, Tex.—Director Mahaffie: t : t ti 
* Finance No. 7370—Application St. L.-S. F. & T. Ry. for authority a a momen S ho ce. mé 
to construct a line of railroad between Vernon ant Seymour, Tex., S e e ° au 
and to operate under trackage rights over C. o ie G. Ry. from t ht b ’ ~ In 
Jacksboro to Ft. Worth, Tex. ralg S are aval ' 
* Finance No. 7371—Application St. L.-S. F. Ry. for authority to Tr 


e * 7 
acquire control of G. T. & W. Ry. by purchase of capital stock. bl tri l t d : 
* Finance No. 7372—Application St. L.-S. F. & T. Ry. for authority a e In p 1ca e an . 
. a eo Ps a ee eweY +“ G. T. & W. Ry. e 
inance No. 7547—Application C. R. I. G. Ry. to construct a line t t e al ( 
of railroad from Seymour to a point at or near Quanah, Tex., quadrup 1ca e; SO fier 
re — Se to a —— = le line of St. 
.-S. ; = . Ry.; to operate under trackage rights over rail- 
roads of St. L.-S. F. & T. Ry. and over G. T. & W. Ry. extra Mm emoranda; hac 
* Finance No. 7556—Application St. L.-S. F. & T. Ry. to operate 
oe Pe over = ome ot F- fn " & G. Ry. d bi e e li t for 
inance No. pplication Ft. W. . N. Ry. to construct a ill tri 
line of railroad from Childress to Pampa, Tex. or er S In p 1Cca e but 
Finance No. 7518—Application of Clinton-Oklahoma-Western R. R. nec 
only. 


| | 
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* 


* 


of Texas for authority to construct a branch line of railroad in 
Gray county, Tex. 
a= 29—Washington, D. C.—Examiner Davis: 

ee — 7662—Joint —, = a = py | Co. and pre 
esapeake ‘otomac Telephone Co. o a. for a certificate that for 

acquisition by latter company of properties of former company S d f al | ipl d ° 

will be of advantage to the persons to whom service is to be en or S es an a mi 

rendered and in public interest. 


* aw 
July 29—Argument at Washington, D. C.: price list. o 


* Finance No. 4107—Gideon & North Island R. R. 





July 30—Washington, D. C.—Examiner Curtiss: I 
* i. & S. 3290 a eee yg i Feng, Hnecnnn in routing in | Se 

i” a. & Fla. R. R. between Greenwood, S. C., and And ask about our new loose- | 
August 22—Ft. Smith, Ark.—Examiner Rogers: boo oO | 
* 23391—Tom Williams et al., a firm doing business under the trade leaf k that enables you t 

name of bear-eonmeed ene vs. Mid. Val. =. R. neat keep an accurate record of = 
—_ » enver, olo.—Commissioner orter an xaminer *_2 

Am your cars at a surprisingly 
* 22161-_Gity and County of Denver vs. C. B. & Q. R. R. ] Oo t 
September 10—Denver, Colo.—Commissioner Porter and Examiner ow cost, 

Ames: 
* ae J. ging’ ‘~: ve yey el business as Porter M h d D 

io et al. vs. A. TF. . we Bees OF SL. 7 

* 22374—Continental Oil Co. vs. A. & S. Ry. et al. ercnandise epartment i 7 
September 10—Washington, D. C.—Examiner Stiles: “4 : 
* i. 2 = gy ay ——— oe pes house products, to, from and The Traffic Service Corporation 

etween points in southern territory. r 
* 21994—White Provision Co. et al. vs. L. & N. R. R. et al. “dependable forms’ 
* 22004—Wilson & Co., et al. vs. A. G. S. R. R. et al. 418 South Market Street Chicago Ill. 

9 9 


Catena, 16—Phoenix, Ariz.—Examiner Disque: 


ourth Section Application Nos, 13638 and 13639 of Southern Pa- ewe ae 
cific Co. (adjourned hearing). 





IV, No,» 
— 


\yv — = 


oe, ad 


Ws 


——— EEE 


A = 


jon 


><. << . -« -© 2 -© «© -» -« © -s © «© «© s #6 8 © © # © © © © #@ © « © © © © @ # 


PAGE 199 





july 20, 192° The Traffic World 





What Some of Our Clients Have to Say 
About Our Service 






“PUBLISHED NEWS” 


Our publications, the Traffic World and Traffic 
Bulletin, are the recognized traffic and transporta- 
tion authorities— Our “Watching” Service adds 
to their value. 


“BUSINESSLIKE MANNER” 


Good business men like things done in a busi- 
ness way. That is why so many avail them- 
selves of our “Watching” Service. 
























Mr. B. J. Hamm, Manager, Service Dept., 
The Traffic Service Corporation, 
Washington, D. C. 


Mr. B. J. Hamm, Manager, 
Service Department, 
The Traffic Service Corporation, 
310 Mills Bldg. 















Dear Mr. Hamm: 

Equipped as we were with The Traffic World, 
The Traffic Bulletin, a number of separate sources of 
information and memberships in several traffic associa- 
tions, there was at first some question as to whether 
= ee the “Watching” Service which you con- 

uct. 

After an experience of three or four years it is a 
pleasure to say that we did need it and that the 
service deserves continued favorable comment, both 
from the standpoint of its completeness and because 
of the clarity of the information. 

The service releases the time of a high salaried em- 
ployee which would otherwise be spent in reading and 
searching for information and is, on the whole, a little 
more of a guarantee that nothing will escape our at- 
tention than was the previous method. 


Cordially yours, 

LEVER BROTHERS COMPANY 
(Signed) L. D. SNOW, 

Traffic Manager. 

















Dear Mr. Hamm: 

Your “Watching” Service has unquestionably 
been of advantage to us, and our requests for 
information have been handled in a most busi- 
nesslike and satisfactory manner. 














With kindest regards, I am 










Yours very truly, 


CERTAIN-TEED PRODUCTS 
CORPORATION 
















(Signed) OSBORN VAN BRUNT, 
General Traffic Manager. 






































“TARIFF CHANGES” 


The so-called complete tariff file does not fill 
the need—“Watching” Service does not depend 
on SOME tariffs—it has the COMPLETE file. 





“AUTOMATIC INFORMATION” 


It is one thing to look for and “dig out” infor- 
mation—another thing to have it handed to you 
automatically unsolicited—That is what “Watch- 
ing” Service does for our clients. 


Traffic Service Corporation, 
310 Mills Building, 
Washington, D. C. 


Gentlemen: Your “Watching” Service as typi- 
fied by this instance has been splendid and is very 
much appreciated. As a matter of fact, when you 
had previously automatically advised us, after hav- 
ing responded to our initial request for some in- 
formation, I was on the point of addressing you, 
but your automatic information rendered this un- 
necessary. I was on the point of doing the same 
thing last week but was interrupted, so that had 
not your present letter been received I would 
probably have been in the dark on this matter 
for a day or two longer until news of the Com- 
mission’s order was noticed in your daily issue— 
and there is always a chance that one will over- 
look items of this kind—or until further advised 
by you upon specific request. 

I can certainly compliment your “Watching” 
Service, Very truly yours, 


THE CLEVELAND-CLIFFS IRON CO. 
(Signed) HERBERT KEOPPE, 
Traffic Representative. 







































Mr. B. J. Hamm, Manager, Special Service Dept., 
The Traffic Service Corporation, 
310 Mills Bldg., 
Washington, D. C. 


Dear Sir: 

I feel I must say a word in regard to your 
“Watching” Service. We have on file several 
thousand current railroad tariffs but we can- 
not hope to have tariffs showing all in and 
outbound rates at our competitors’ mills. While 
we carefully check the new issues for changes 
of interest to us, hardly a day passes but that 
you advise us of an interesting change in 
rates which we would not otherwise know of. 





























Very truly yours, 


WEST VIRGINIA PULP & 
PAPER COMPANY 

(Signed) C. C. FURGASON, 
Traffic Manager. 








Write us for further information 


THE TRAFFIC SERVICE CORPORATION 


Mills Building Washington, D. C. 
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September 17—Washington, D. C.—Examiner Rogers: 


21997—G. W. Laughlin, Assist. Grand Chief Engineer and National 
Legislative Representative of Brotherhood of Locométive En- EONARD’S Gc 
gineers et al. vs. A. & R. R. R. et al. L E| 
September 18—Columbia, S. C.—Examiner Hurley: come | 
22109—Rates on sand, gravel, crushed stone and chert within state FREIGHT, EXPRESS, PARCEL POST H 


of 8. C. 
September 23—Los Angeles, Calif.—Examiner Disque: Rates and Routing All in One Book! 
Send for Sample Sheets 


Fourth Section Application Nos. 13638 and 13639 of Southern Pa- 
G. R. Leonard & Co. 


cific Co. (adjourned hearing). 
155 N. Clark St., Chicago 15 E. 26th St., New York 
































September 23—Argument at Washington, D. C.: 
20253—Canton R. R. vs. A. A. R. R. et al. 
20619—Detroit Steel Corp. et al. vs. A. C. & Y. Ry. et al. 
a Milk Products Co. vs. C. M. St. P. & P. R. R. 
et al. 
September 24—Argument at Washington, D. C.:: CLEVELAND MEMBERS Ae: Se 


19645—A. T. & S. F. Ry. et al. vs. B. & O. R. R. et al. 
— Bituminous Coal Operators’ Assn. vs. B. & O. R. R. i = | | = + — a 
et al. 












September 25—Washington. D. C.—Examiner Kerwin: 
* 22379—Southern Association of Stove Manufacturers et al. vs. A. C. 


L. R. R. et al. 
1. & S. No. 3299—Stoves, ranges, boilers, house heating furnaces, ag | I 
parts thereof and related articles, from, to and between points in 


southern territory. = S 
September 25—Argument at Washington, D. C.: £5) OS KT TE re SGSINES 


21918—Los Angeles Chamber of Commerce vs. S. P. Co. et al. MERCANTILE WAREHOUSING ANS DISTRIBUTING 
Pacific Coast Fourth Section Applications Nos. 13457 et al. " 
20733—Abendroth Bros. et al. vs. B. & A. R. R. et al. 

21257 (and Sub. 1 and 2)—Eastern Tanners’ Glue Co. vs. C. C. C. 


& St. L. Ry. et al. | 
September 25—Argument at Washington, D. C.: oO Ou now That we | 


* 21133 (and Sub. 1)—Chapman Valve Manufacturing Co. vs. B. &. A. 
R. R. et al. (1) Rent teams and trucks? (2) Distribute pool cars? 


(3) Make daily deliveries to suburbs as well as 
POSITIONS WANTED OR OPEN 


to all parts of Chicago? 
POSITION WANTED—Traffic man, married, now employed; fifteen 


JOS.STOCKTON TRANSFER CO, 
years’ experience in various executive capacities, railroad and com- 


Established 1857 1020 South Canal Street, Chicago 
mercial; familiar with work of other departments of modern business; 


reasonable salary. Address E. M. A. 228, care Traffic World, Chi- 
cago, 
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Storers, Distributors and Forwarder 
of General Merchandise 


175,000 Square Feet Floor Space 
@ Southern R. R. Siding. 25 Ins. Rate 


Virginia Bonded Warehouse Corp. 
1709 East Cary Street 









INDUSTRIAL OPPORTUNITIES—Location is a most important 
factor in the success of any industry. Successful business men 
realize the need for branch offices, warehouses and factories, stra- 
getically located. The Burlington Railroad serves a diversified ter- 
ritory extending into eleven states of the middle west rich in agri- 
culture, coal deposits, minerals and raw materials; a territory with 
a record of steady substantial development furnishing a constantly 
growing market, increasing each year as the center of population 
moves westward. Conditions are favorable for profitable manufacture 
and distribution. Favorable climate, low taxes, raw materials, steady 
labor supply, low power rates, excellent transportation, and nearby 
markets are available. The Burlington Railroad maintains a de- 
partment of commercial development to assist business men in find- 
ing suitable locations for industrial enterprises. Helpful information 
about available factory buildings and industrial sites in Burlington 
territory is gladly furnished. Inquiries are handled confidentially. 
. B. Lamson, Manager Commercial Development, C. B. & Q. R. R. 
Jo., Room 1216, 547 W. Jackson Blvd., Chicago, IIl. 



































Chicago’s and Kansas City’s Most Modern Warehouses 


MERCHANDISE STORAGE and 
2000 Carload POOL CAR CAR DISTRIBUTION 


Capacity 
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POSITION WANTED—Traffic man, nine years’ railroad and in- 


CRooKS TERMINAL WAREHOUSES 












dustrial experience, good — technical beeper se, law graduate, oy i 
married, age 28, employed, seeking greater responsibility pecial ex- & 
perience claims, demurrage, private cars, transit rates. Familiar I. CHICAGO, ILL. KANSAS CITY, MO. wen 
Cc. C. procedure. Average yearly saving for present employer $10,000. sce mar eee arene { 
For detailed information, write Box 226, care Traffic World, Chicago Orga 


il .[ NEW ORLEANS§ « 











WANTED—Bound Volumes 1 to 11, inclusive, I. C. C. Decisions; : Rapes Albar 
state price, condition, binding in your reply. J. R. DAVIS, P. O. ye yond ee Balti 
veces. naire ; = erated for particular cores of - eee Bridg 
by a specialized organization that wi andle orders as Chi 

BILLS OF LADING printed in a plant where men are familiar : ; hipvi * t. ica, 
with traffic technicalities. Let us send you examples, together with rng and sie ose ae oetshonee ease’ — vin mt 
samples of other Traffic Forms in a neat folder for your files. The The most centrally located warehouse in the city Colum 
Traffic Service Corporation, 418 S. Market St., Chicago. COMMERCIAL WAREHOUSES Bee 3 puvat 








— ———— Grand 


| MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE cOMPII| 


589 South Front Street, MEMPHIS, TENN. 
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Personal Attention to the reconsigning, tracing or 
expediting of your shipments through the Chicago 
terminal. 


THE WHITNEY COMPANY 


4750 Sheridan Road Chicago 
Telephone Longbeach 7115 
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TL tars sem es DIRECT WATER ROUTER || 
ariocerort Sa eo e new Lengen South Norwalk, Bridgeport, Ne 






WESTERLY tf TOM London and Norwich, Conn 


t C.F... Wie Te Ts Inter-Mountal 
LONG ISLAND SOUND execs BOAT SERVICE O South and Southwest 


oy eens STORE DOOR DELIVERY D DOMINION, SAV. 
ie Gv OUR OWN MOTOR TQUCKS WEG) MALLORY and MORGAN S. 
NEW YORK 


TALL PowtssouTs soxt womL = THAMES RIVER LINE, INC., Pier 32 E. R., New York City, ®®8*s7 5,20" 






SOUTH NORWALK 
















TO ALL 
POINTS WEST 












